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Don’t let rising costs 
tempt you to cut the 
quality of your freight 
shipping cases. 


There’s a better way. 


H. & D. Corrugated Fibre Boxes 


will bring you legitimate and substantial savings 
and instead of lowering your packing standard 


THEY WILL IMPROVE IT 


The sheets that go into them are made in our 
own mills, and made expressly for box-material. 
If you want to protect yourself from extortionate 
packing costs and at the same time get the most 
reliable shipping boxes on the market, WRITE US. 
Our packing manual, “HOW TO PACK IT,” 
free for the asking. 
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The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Less Than aDozen Copies Left 


An Indispensable 
Reference Work 








The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Oourt 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 
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The “Pridham Case” Decision Shows 


You cannot span a 100-foot stream with a 90- 
foot bridge. 


Translated into “traffic language,” this means 
that no matter how good your packing case, 
it is no good as a shipping container, if the 
sealing is poor. This was conclusively shown 
during the Pridham hearings. 


In other words, a fiber case does not become 
a shipping container until it has been sealed 
so it will STAY SEALED during the thou- 
sand and one bumps and thumps between 
shipper and consignee. 


Ours is the only organization that has for 
years specialized on the problem of proper 
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reducing costs and shortage claims. 
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An Instance of - 
Personal Service 


A man living in New York 
was expecting a cat by express. 


It had been arranged that 
‘‘Tom,’”’ in making his hundred- 
mile journey to the city, should 
be shipped early in the morning 
so that delivery could be made 
the sameday. Butthroughan over- 
sight he was not given to the ex- 
press company till afternoon. 


At 6 p. m. the New York 
man telephoned the express office 
nearest him: 


‘“‘What about my cat?”’’ 


“No cat yet, Mr.——. But 
if you will call the main depot 
office in a few hours, you will 
probably find Pussy arrived.”’ 


The New York man did call 
up the depot office later that night, 
and this is what he was told: 


“Sure the cat’s here! We 
have taken him out of his box and 
put him by the fireside, with a 


THE TRAFFIC WORLD 


saucer of milk. We'll send him 
up first thing in the morning.’’ 
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At five minutes past seven 
the express truck stopped at the 
New York man’s door. A moment 
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later ‘“Tom,’’ comfortable, well- 
fed and happy, was playing with 
the whole family. 


Of course the shipment of a 
pet cat is no great vital trans- 
action. Yet just such incidents 
as this are daily happenings in the 
express. They go to prove that 
express service is essentially a 





personal _service. 
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Vol. XII, 


AN ADEQUATE REMEDY NEEDED. 


James J. Hill, in a newspaper article published 


No. 22 Saturday, May 30, 1914 


last Sunday, discusses a situation to which we de- 
voted some comment editorially last week—the in- 
adequacy of railroad transportation facilities. He 
reiterates a statement of eight years ago when he 
said it would require $5,500,000,000, or $1,100,000,- 

0 a year for five years, to make the railroad facili- 
ties of the country equal to the demand upon them 
In 1907, he points out, traffic was blocked on nearly 
The freight ton 
mileage was less by seventeen and a half billions in 


ill the principal eastern lines. 


1909 than in 1907 and very little more than in 1906. 
but in the single year from 1909 to 1910 the freight 
ton mileage grew eleven times as fast as trackage 
and five times as fast as equipment. This ratio, he 
says, will be subject to increase rather than decrease. 

Speaking of the dangers of and losses resulting 
‘rom car shortage, he says the real or chief cause 
{ the shortage is not a scarcity of cars, but inabil- 
ity to move the cars satisfactorily because of the 
And of this lack, 
ngested terminals is the important element. He 
shows by interesting figures that if the total move- 


ck of transportation facilities. 


ment of cars were divided equally among the thirty 
mportant traffic centers, supposing each car to pass 
hrough only one market once a year, 7,519 cars 
uld have to pass through each terminal every day. 
\nd five thousand cars a day are enough to create a 
ckade in many of the large terminals. There 
only one remedy, he says—enlarged terminals— 
nd the two obstacles to be overcome are the physi- 
| difficulties and the cost. In many places sufficient 
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land absolutely cannot be acquired to give the neces- 
sary terminal room, and in other places where there 
is land it can be acquired only at prohibitive prices. 
sut the financial problem he finds to be even more 
serious. The money—great quantities of it—must 
be either earned or borrowed, or both. And 
after presenting these difficulties, he leaves the rail- 
roads up against them, without suggesting a cure, 
even predicting that under the existing method of 
rate regulation the progressive decline of railroad 
net earnings per mile is assured. 

Perhaps there is no remedy, but why not a com- 
mission to study the situation in its broad aspect 
with a view to determining the soundness of the 
views of Mr. Hill and others of experience who 
indulge in the same predictions of catastrophe? 
And if it be found that the railroads are not earn- 
ing sufficient money to make the necessary exten- 
sions and improvements, why not permit an ample 
increase in rates, continuing, or rather extending, if 
thought necessary, the principle of government pa- 
ternalism already invoked so widely, to include an 
arrangement for conserving the additional money 
thus earned and applying it to the proper purpose? 
The question is not a railroad question. Nobody 
cares whether the railroads, merely as railroads, live 
or die. They may take their chance with the rest 
of us. But the growth of the country, its internal 
development, its domestic commerce, depend on the 
railroads. The government owes a duty to its citi- 
zens whose prosperity depends on the proper solu- 
tion of the problem, to see to it that some adequate 
plan is made to check what seems to be the decay 
cf our great railroad systems and restore their 
vigor and energy. 


THE TAP LINE DECISION. 


The overturning by the U. S. Supreme Court of 
the decision of the Interstate Commerce Commis- 
sion in the tap line case is important, not only be- 
cause of the principle established and of the tariffs 
immediately affected, but because of its probable 
effect on the approaching decision of the Commis- 
sion in the advanced rate case. The Commission 
had thought, and so had others, that by its indus- 
trial railways decision it was giving to carriers in 
Official Classification territory about $15,000,000, 
and by just that amount the need of an advance in 
freight rates was obviated. But since the opinion 
of the Supreme Court in the tap line case is, we 
take it, to be applied in principle to the industrial 
railways case also, it appears that the Commission 
may not lay down a broad, general rule against al- 
iowances to industrial or tap line roads. The ques- 
tion of an allowance must be settled on its merits in 
each individual case. 

The situation as regards the general advance rate 
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case is simplified by this Supreme Court decision, 


because it eliminates one of the proposed methods 
by which it was suggested the carriers might mend 
their broken revenues and get on their feet without 
receiving permission to make a flat and arbitrary 
Other suggestions remain, it is true, and 
too, cannot be disposed 


advance. 
it is unfortunate that they, 
of in some definite and final way before the Com- 
mission must decide the rate case. 

As to the wisdom of the decision, it can be said 
that it does not seem to be technical nor capable of 
being construed to permit discrimination or unfair 
practices. It merely lays down the principle that 
because some tap lines may be devices to evade the 
law it does not follow that every allowance to a 
tap line is to be condemned. The decision is gen- 
erally taken to mean that the Commission must re- 
trace the steps it took in the Industrial Railways 
case, by means of which it broke the through route 
and joint rate arrangements existing between the 
trunk lines and the short railroads owned by the 
United States Steel Corporation, the Lackawanna 
Steel Co., the International Harvester Co., the in- 
dependent terminal system in St. Louis established 
by a big brewing interest in that city, and the Sus- 
quehanna & New York, a railroad in southern New 
York and middle Pennsylvania, owned by a big tan- 
ning company. 

It means that the trunk lines in the territory east 
of the Mississippi and north of the Ohio and Po- 
tomac rivers, instead of being allowed to retain the 
$15,000,000 a year they now pay to short railroads, 
must continue to pay out that sum each year unless 
they and the Commission can prove in each case 
that the division paid to an industrial or tap line 
amounts to a rebate to the shipper who owns or 
has an interest in the short road. But such a pro- 
ceeding must be under the criminal section of the 
interstate commerce law forbidding rebates and not 
under the general powers of the Commissiqn author- 
izing it to see that rates are just and reasonable and 
non-discriminatory. 


CAR SURPLUS AND SHORTAGE 





The American Railway Association’s statement of car 
surpluses and shortages for May 15, 1914, shows a con- 
tinued increase in surplus cars, with a larger surplus than 
for any date since 1909. The total surplus May 15, 1914, 
was 239,406 cars: May 1, 1914, 230,533 cars; May 15, 1913, 
61,269 cars; May 9, 1912, 136,776 cars; May 10, 1911, 188,- 
847 cars; May 11, 1910, 127,148 cars. 

A further reduction of surplus is noted in the South- 
east and Southwest, and an increase in surplus in the 
eastern districts. 

The total shortage May 15, 1914, was 764 cars; May 
1, 1914, 1,654 cars; May 15, 1913, 10,975 cars; May 9, 1912, 
6,678 cars; May 10, 1911, 1,569 cars; May 11, 1910, 4,555 


cars. The shortage of 764 cars is nominal. 
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LEADERS IN TRAFFIC 


The Men Who Are So Solving the Big Prob- 
lems—and the Good Work 
They Have Done 





Charles E. Christopher, who was recently .appoint« 
general agent in charge of solicitation, in Chicago, of tl) 
Missouri, Oklahoma & Gulf Railway Co., was born in 
Chicago, September, 1878, and began his railroad career 
in the general freight department of the C., M. & St. P. 
Ry., in Chicago, in 1892. He remained with this com- 
pany until he had attained the position of chief clerk in 








CHARLES E. CHRISTOPHER. 


the Milwaukee freight office, resigning this position in 
1904 to accept a position as chief clerk for the consoli 
dated commercial offices of the Gould Lines in Milwauke: 
He remained in the latter position three years, and in 
1907 took a similar position in the Chicago office of the 
Kansas City Southern Railway, leaving the latter co 
pany to accept a position as commercial agent of t 
M. O. & G. Railway at Dallas, Tex. 


MORE RAILROAD REGULATION. 

Public meetings of railroad directors, sale of seci- 
rities to the highest bidder and under the supervis 
of the Commerce Commission, purchase of supplies fr 
the lowest bidder and federal regulation of advert 
ing are some of the proposals in a new bill for rez 
tion of the railroads introduced by Senator Saulsbu 
democrat, of Delaware. “This method of putting a stop 
to railroad abuses which have been so manifest 
the New Haven investigation,’ said Senator Saulsbu! 
explaining his bill, “may be adopted in lieu of the ma 
foggy and uncertain proposais made.” 
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CURRENT TOPICS IN WASHINGTON 


The Tap-Line Decision.—It re- 
quires the utmost Christian forti- 
tude to resist the temptation to say, 
in connection with the tap-line case, 
“I told you so.” There could hardly 
be any doubt as to what Congress 
meant when it said carriers must 
connect with lateral branch lines, 
especially when one remembers that 
it was Stephen Benton Elkins who 
led the fight for that amendment. 

Elkins was in the business of developing the natural 
resources of West Virginia. He knew what it meant 
for a man to open a mine and build a branch line to 
the rails of a trunk line and then have the latter re- 
fuse to make connections or to receive tonnage from 
that branch line on any except ruinous terms. Nobody 
who knows enough about business to last over night 
is unaware of the fact that the country has been 
and is being developed by those capitalists who 
have the nerve to open new territory, and the 
construction of a branch line is just as important as 
the opening of the mine or the construction of a lumber 
mill. It would be ridiculous to expect one set of cap- 
italists to build the mills and another to finance the 
railroad. Such a conjunction could not be- brought about 
once in 100 times. It is begging the question to say that 
such a branch is a plant facility. Every railroad in 
the land is a plant facility for the factories along its 
rails. The railroad has taken the place of the wagons 
once used in transporting the products. The real an- 
swer is to see that every shipper, whether he is a 
stockholder in a railroad or not, gets equality of treat- 
ment and rates. If a shipper is also a stockholder in 
a railroad that pays dividends that’s an advantage over 
a shipper that has no stock that the law does not 
undertake to equalize. It’s not necessary to smash a 
tap line to prevent its being used as a hook for grab- 
bing rebates, any more than it is necessary to destroy 
a bathroom because some of the fixtures leak. 


Bearing on Advanced Rates.—What becomes of the 
advanced rate case in view of the decision in the tap- 
line matter is a question that nearly everybody was 
asking the minute Justice Day finished reading the 
Opinion of the court, which, it is worth noting, is 
unanimous. It is hard to see how the Commission is 
zoing to differentiate the average industrial line from 

tap line. It is true the Industrial Railways’ opinion 
was not before the court, and it is difficult to see how 
it can be brought into any court, but it is inconceivable 

the Commission will not immediately begin recon- 
Sidering its opinion in that case and follow the reason- 
of the court in the tap-line case, which is also the 
\soning of the Pennsylvania and New York commissions 
the intrastate phases of the Industrial Railways case. 
that assumption, it is safe to say the trunk lines 
ficial Classification territory have lost $15,000,000 
ch Louis D. Brandeis thought they had added to 
ir income by reason of the report in the Industrial 
‘allways case, The decision in the tap-line case may 
deprive them of all the $15,000,000, but it certainly 
force the trunk lines to pay out something in the 

of divisions to most of the industrial railways. 
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The result of operations on the big roads in April have 
not been put out yet, but the indications are that they 
continue to be about as favorable as they were for 
March. But the natural query as to April returns is as 
to how much of the increase in net, if any there be, is 
due to the withholding of divisions under the cancela- 
tions made by reason of the decision in the Industrial 
Railways case. There is no doubt about the accuracy 
of the assertion that the Supreme Court has “mussed 
up things,” but there should be no confusion among 
the trunk line people, because the Union Lime deci- 
sion clearly foreshadowed the tap-line opinion. 


New Haven Inquiry.—It has been argued that it 
would not be wise to call any of the directors of the 
New Haven, on the ground that Attorney-General Mc- 
Reynolds is contemplating criminal action against them. 
Mellen has covered himself with an immunity bath, 
although the officials of the department of justice are 
giving stirring imitations of men digging out “authori- 
ties” to convince the trial court before which Mellen 
will be brought that he has not been immunized. It 
is not seemly here to talk politics, but, if it were, a 
cynically inclined person might suggest that the dig- 
ging bears a strong resemblance to the whistling that 
is sometimes done in a graveyard. As before remarked 
in these columns, the story that Mellen told on the 
witness stand made good newspaper reading, but for 
any purpose other than that of helping along the legis- 
lation giving the Commission jurisdiction over the issue 
of stocks and bonds its practical value is notobvious. An 
investigation of the Rock Island and the Pere Marquette 
is suggested in an interview between Chairman Harlan 
and Chairman Adamson of the House committee on 
interstate and foreign commerce. The former has writ- 
ten the latter, saying that the Commission will be 
pleased to make such an inquiry as Mr. Adamson sug- 
gested, but that the Commission would prefer to have 
a resolution of the House or the committee rather 
than proceed upon its own initiative. The idea under- 
lying that suggestion is that if those roads were “looted” 
it is desirable to have the facts declared by the Com- 
mission so that Congress may read and take steps to 
prevent any further financing of that kind. 


Other Pending Cases.—Now, if the Supreme Court, 
when it announces further decisions on June 8, will 
dispose of the intermountain, the Shreveport and the 
Los Angeles switching cases, men interested in trans- 
portation from the law side of the line will be prepared 
to sing “Nunc dimmitis in pace’ with unction. The 
switching case ought to dispose of the major part of 
the so-called spotting question. There is little of the 
original proposition left. Should the court overturn the 
Commission’s decision in the Los Angeles case, then, and 
in that event, it is a moral certainty that shippers who 
have gone to the expense of supplying themselves with 
so-called private tracks will be penalized for what they 
have done by the imposition of a separate charge for 
putting a car upon a private siding, as was proposed in 
Los Angeles. The decision in the Union Lime case up- 
held the proposition that a so-called private sidetrack is 
part of the facilities of the carrier. The Commission in 
the Los Angeles case treated the private tracks as part 
of the terminal facilities of the carriers and held that 
the line haul rate included delivery upon those tracks. 

A. E. H. 


SE ere a eee eee 








Photograph Copyright,Harris and Ewing, Washington 


Decisions of Interstate Commerce Commission 
BREAK-BULK RATES ON GRAIN 


1. AND S. NO. 174 (30 I. C. C., 357-363) 
IN THE MATTSR OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN BREAK-BULK RATES 
BY CARRIERS FOR THE TRANSPORTATION OF 
GRAIN AND GRAIN PRODUCTS FROM MILWAUD- 
KEE, MANITOWOC AND KEWAUNEE, WIS., TO 
BOSTON, MASS., NEW YORK, N. Y., PHILADEL- 
PHIA, PA., BALTIMORE, MD., AND OTHER POINTS. 
Submitted Dec. 22, 1913 Decided May 5, 1914. 

On the record as presented at the rehearing, proposed increased 
break-bulk rates, domestic and export, on grain and grain 
products from Milwaukee, Manitowoc and Kewaunee, Wis., 
to points in trunk line territory east of Niagara frontier, 


found to have been justified The order of the Commission 
in the original case is vacated 


Bills, Parker, Shields & Brown for Pere Marquette 
Railroad Co. and its receivers. 

Miller, Mack & Fairchild and George A. Schroeder for 
Milwaukee Chamber of Commerce. 

Report of the Commission Upon Rehearing. 
MEYER, Commissioner: 

Upon petition of the Pere Marquette Railroad Co. 
and its receivers a rehearing was granted in the above- 
entitled case. This case involves the reasonableness of in- 
creases which were proposed in local joint and proportional 
break-bulk rates, domestic and export, on grain and grain 
products from Milwaukee, Manitowoc and Kewaunee, Wis., 
to points in trunk line territory east of Niagara frontier. 
Our original decision in this proceeding, 27 I. C. C., 78 
[The Traffic World, May 31, 1913, p. 1169], based upon 
the evidence produced at the first hearing, was promul- 
gated May 12, 1913. In view of the incompleteness of the 
testimony presented at the first hearing and the conse- 
quent inadequacy of the information bearing on the case 
we found that respondents had failed to meet the burden 
of the proof as to the reasonableness of the proposed 
increases which the statute places upon them and they 
were required to cancel the tariffs under suspension and 
maintain the rates at present in effect. 

One of the questions with regard to which the testi- 
mony presented at the original hearing was inadequate 
was whether the division of the rate received by the break- 
bulk boats for transporting grain and grain products from 
Milwaukee to Ludington is greater or less than the cost 
of transporting the same by car ferry. From the testi- 
mony introduced at the rehearing it appears that the Pere 
Marquette Railroad allows the car ferries as their share 
of the revenue $7.50 for each loaded car carried across 
the lake, irrespective of its contents. For transporting 
oats from Milwaukee to Ludington the break-bulk boats 
receive 2 cents per 100 pounds and for corn and wheat 
2% cents as their division of the rate. On a basis of 


48,000 pounds of oats and 60,000 pounds of wheat or corn 
to the carload, this would amount in each instance to $12 


per car. It was testified that in 1907 when the car ferries 
were first put into operation the same allowance was 
made to them as to the break-bulk boats, and that the 
allowance of $7.50 was arrived at after a number of years’ 
experience in operating the ferries. On behalf of the Pere 
Marquette a statement was introduced in evidence giving 
the earnings per car-mile and per ton per mile for the 
several carriers that form the through route from Mil- 
waukee to the East. We give below in part what was 
contained therein: 


EARNINGS IN MILLS PER TON-MILE OF RAIL CARRIERS 
ON GRAIN SHIPPED FROM MILWAUKEE TO THE EAST 
VIA PERE MARQUETTE CAR FERRY AND RAILR( 
AND EASTERN CONNECTIONS AS COMPARED WITH 
EARNINGS VIA BREAK-BULK STEAMERS, PERE MAR 
QUETTE R. R. AND EASTERN CONNECTIONS. 

Lines east of Niagara 
Pere Marquette R.R. frontier 
Car- Break- Car- Br 
Dis- ferry bulk Dis- ferry 
Commodity tance grain. grain. tance. grain. gr 
From Milwaukee to New York 
Oats wt ++ eden eee 465 2.30 2.11 446 2.68 
Corn and wheat... ... 2.49 2.3 ae 2.67 6 
From Milwaukee to Taunton, Mass. 
to Se Oe ee 465 2.43 2.16 674 3.20 
Corn and wheat... 2.58 2.23 3.20 


From Milwaukee to Franklin, N. H. 


Oats Pa ieee i --- 465 2.34 2.27 *286 *2.28 
Corn and wheat... ... 2.48 2.48 eke *2.28 
From Milwaukee to Lansdale, Pa. 
OOO 6. vcs deacnnes Se 1.78 1.48 §375 §2.15 51.6 
Corn and wheat... ... 2.05 1.67 a §2.26 
From Milwaukee to Elmira, N. Y. 
GEE oath one Pee i ae 3.13 2.71 178 4.67 
Corn and wheat cat 3.26 2.92 - 4.67 f 
From Milwaukee to Utica, N. Y 
Se eee 165 3.05 2.74 303 3.81 J 
Corn and wheat... 3.15 2.95 3.81 2 


*New York Central Railroad’s part of the haul be 
Niagara frontier. Figures not given for the other easter: 
riers. 

§Lehigh Valley’s part of haul east of Niagara frontie! 


+7 


It will be observed that the earnings of the ral 
carriers are in each instance less on the break-bulk grail 
than upon grain carried across the lake by the car ferries 
For example, on a shipment of corn from Milwaukee t0 
New York via Pere Marquette car ferry and railroad and 
New York Central lines, the Pere Marquette receives [or 
its share of the rail haul 2.49 mills and the New York 
Central 2.67 mills per ton-mile, and on a car of oats via 
the same route the Pere Marquette receives 2.35 mills 
and the New York Central 2.26 mills per ton-mile. Of 
corn and oats moving break-bulk the Pere Marquette I 
ceives, respectively, 2.34 and 2.11 mills per ton-mile and 
the New York Central 2.06 and 2.16 mills. The earnings 
of the Pere Marquette Railroad on the movement to New 
York via the break-bulk route are $2.69 less per car ol 
oats and $2.24 less per car of corn or wheat than via the 
Upon the movement to some eastern 


er 


car-ferry route. 
points this difference is less and to others it is gr 

but it seems that in all cases the break-bulk grain yields 
less revenue to the rail carriers than that which comes 
by car ferry. It is stated on behalf of the Pere Marquetté 
Railroad that at Milwaukee it is forced by conditions be 
yond its control to meet the highly competitive Chicas 
rates to the Hast, and that consequently even the rates 
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via car ferry produce extremely low revenue, especially 
when the operating and traffic conditions of the Pere 
Marquette lines are taken into consideration. It is argued 
hat the Pere Marquette should not be forced to maintain 
iower rates via the break-bulk route than via the car-ferry 
or the all-rail route. 

The above statement of earnings. of the rail carriers 
makes no allowance for the cost of elevating the grain 
at Ludington, This, it is alleged, is an expenditure which 
further diminishes the earnings of the Pere Marquette 
Railroad on break-bulk grain. In our former opinion the 
tonnage rate charged the steamship company by the Pere 
Marquette Railroad for handling freight at Ludington was 
given as 18.3 cents per ton on through freight and 374% cents 
per ton on local freight of the steamship line. This was 
based upon the statement of the general manager of the 
Pere Marquette Line steamers. From the testimony given 
at the rehearing, however, it appears that this is the 
charge made by the railroad company for handling mis- 
cellaneous freight from boat to dock at Ludington, and 
not for grain. The charge paid by the steamship company 
to the Pere Marquette Railroad for handling from the 
steamship hold to the elevator at Ludington is $1.50 per 
1,000 bushels. An exhibit introduced at the rehearing 
shows the net cost to the Pere Marquette Railroad of 
elevating the grain at Ludington, after allowing for the 
payments made to the railroad by the steamship company, 
to be $2.41 per car. 

It is further testified that the Pere Marquette Railroad 
has great difficulty in furnishing empty cars to handle 
the grain from the Ludington elevator and frequently has 
to haul empties from points on its line west of Saginaw 
and Grand Rapids, Mich. Testimony was introduced with 
respect to the operating difficulties and the unfavorable 
traffic conditions on the line of the Pere Marquette from 
Ludington to Niagara frontier. There was also received 
in evidence a statement compiled by the Milwaukee dis- 
trict inspector of the Joint Rate Inspection Bureau, show- 
ing approximately the amount of grain which passed 
through Milwaukee and moved east via the break-bulk 
route and the territory of origin of that grain for the year 
ending Aug. 15, 1912. This statement shows the total 
break-bulk shipments, in pounds, and the origin of the 


grain shipped break-bulk to have been as follows: 


Corn. Oats. 
110,330 158,360 


Barley. 
4,066,029 
776,221 
351,590 
1,145,090 
4,335,299 
286,920 


From— 
Minneapolis proper 
Minnesota 4,380,100 16,300,921 
lowa 22,496,272 23,795,809 
North Dakota and South Dakota. 4,114,720 3,684,910 
Wisconsin 7,600,450 
lllinois 304,470 

SOME diye vont app sedhosdbead os Oeete:. See 


This statement shows, it is alleged, that a great por- 
tion of the grain coming through Milwaukee for forwarding 
via the break-bulk route originates in territory in which 
Chicago competes with Milwaukee as the market. It is 
argued that the maintenance of rates via the break-bulk 
route which are lower than the all-rail rates from Mil- 
waukee and Chicago constitutes an unjust discrimination 
against Chicago. 

On protestants’ behalf it is argued that allowances of 
$7.50 and $12 per car via car ferry and break-bulk boats, 
respectively, for the transportation of oats in carloads of 
‘5,000 pounds and of corn and wheat in carloads of 60,000 
pounds do not indicate the true difference in cost between 
the two services. No attempt was made by protestant 
at the rehearing to contradict the evidence of the respond- 
ents that $7.50 per car for the movement via car ferry 
from Milwaukee to Ludington covers all the cost of the 
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car ferry movement ineluding terminal expenses at Mil- 
waukee.. In the protestants’ brief a separate estimate is 
made of the cost of the car ferry movement. No testi- 
mony, however, was offered upon this point. Attention 
is first called to the contract between the Pere Marquette 
and the Chicago, Milwaukee & St. Paul with regard to 
switching to the car ferry at Milwaukee. This service 
is performed by the Chicago, Milwaukee & St. Paul, and 
it is alleged that, by the terms of the contract, the Pere 
Marquette pays for the switching of cars from a Milwaukee 
industry to the car ferry slip 60 per cent of the amount 
which the Chicago, Milwaukee & St. Paul would have 
received had it hauled the same carload to Chicago and 
there delivered it to its eastern connections. On the 
movement from Milwaukee to Taunton, Mass., which was 
given as an illustration, this would amount to $4.61 on 
a car of oats and to $5.76 on a car of wheat, Protestant 
adds $1.05 per car to cover the cost of coopering cars 
at Milwaukee. For the cost of the marine haul of 97 
miles by car ferry, Milwaukee to Ludington, protestant 
arbitrarily assumes $4 per car, taking this figure because 
it is the same as the cost of the switching service per- 
formed by the belt railway companies connecting the 
eastern and western carriers at Chicago. The sum of 
these alleged costs totals $9.66 per car of oats and $10.81 
per car of corn or wheat. Protestant contends there 
should be added to this an additional amount for office 
and clerical expenses at Milwaukee and also an addition 
for the cost of furnishing empty cars for car-ferry ship- 
ments. The latter cost the Pere Marquette is at present 
escaping, since whatever cars are found available in the 
Chicago, Milwaukee & St. Paul Co.’s Milwaukee yard 
are taken for car-ferry loading. Nevertheless, protestant 
claims this is a legitimate item for consideration in a 
comparison of car-ferry and break-bulk service expense. 

In the reply brief of the Pere Marquette Railroad 
Co. attention is called .to the fact that none of the esti- 
mates made by the protestant were based upon testimony 
presented at the rehearing and that the provision of the 
contract to which protestant referred, and upon which 
it based its estimate of the cost of switching to the car- 
ferry slip, overs only the handling of local business at 
Milwaukee. It is admitted that if a carload of grain were 
loaded at a Chicago, Milwaukee & St. Paul sidetrack for 
shiipment to Taunton, Mass., via the Pere Marquette and 
car ferry, the Pere Marquette would pay to the Chicago, 
Milwaukee & St. Paul approximately the amount stated 
by protestant. 

At the rehearing it was stated in behalf of the Pere 
Marquette Railroad that the amount paid to the Chicago, 
Milwaukee & St. Paul for switching to and from the car 
ferries at Milwaukee, use of the terminal, and every other 
item of terminal expense, was, for the fiscal year of 1912, 
$67,000 for approximately 27,000 carlodds handled in and 
out of the Pere Marquette car ferries. This amounts to 
about, $2.50 per car, which the Pere Marquette included 
in its estimate of $7.50 per car for the car-ferry movement. 

With regard to the allowance of $12 per car, based 
upon 48,000 pounds of oats and 60,000 pounds of corn or 
wheat to the carload, the protestant alleges that the ele- 
vation charge of $2.25 per carload paid by the boat line 
to the Pere Marquette Railroad Co. should be deducted, 
leaving a balance» of $9.75 to cover the cost to the rail 
carriers for the break-bulk carrier. Protestant argues 
further that this cost to the railroad is too high for the 
service performed by the break-bulk boats and that a 
lower division of the rate should be accorded them. 
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There is also contained in protestant’s brief, but not 
in its testimony, a table of rates and divisions on break- 
bulk and car-ferry movement to a number of eastern points 
which it is claimed are more typical than those shown by 
the Pere Marquette in its exhibits and which yield a 
slightly higher revenue per car and per ton per mile. To 
this it is replied that protestant’s computations are not 
correct. No information is contained in protestant’s brief 
as to where it obtained the figures upon which its com- 
putations are based. We find throughout the brief state- 
ments of alleged facts of which there is no proof and 
which are entirely outside the record. These cannot be 
accepted as contradicting the testimony furnished by the 
railroad company at the hearing. They are not in the 
record and cannot be considered. However, even if 
protestant’s figures were correct, the highest division which 
it is alleged accrues to the Pere Marquette for its haul 
from Ludington to Niagara frontier yields 3.1 mills on 
corn or wheat shipped by car ferry and 2.7 mills per 
ton-mile on that shipped break bulk. This is low when 
compared with the yield of 3.5 mills per ton-mile for the 
haul from Chicago to New York over a line upon which 
the traffic is much denser and operating conditions are 
much more favorable. The unfavorable operating condi- 
tions of the Pere Marquette Railroad’s lines and its light 
traffic are reflected in its comparatively low freight reve- 
nue per mile of railroad. The freight revenue per mile 
of railroad for the Pere Marquette is $4,828; for the Erie 
Railroad, $17,959; for the Lake Shore Railroad, $19,726, 
and for the Pennsylvania Co., $26,000. 

In our original opinion, attention was called to the 
prosperous condition of the Pere Marquette Line steamers 
since its organization as an independent carrier, and it 
was intimated that perhaps a readjustment of divisions 
was necessary rather than an increase in the break-bulk 
rates. It appears that during the period of ten years since 
its organization this company has paid cash dividends 
aggregating 113 per cent, making an average of 11.3 per 
cent per year, and has in addition declared a stock divi- 
dend of 50 per cent. Even though the testimony shows 
that the steamship company has not in the past accumu- 
lated a depreciation reserve, it is obvious that it has done 
a profitable business. However, the testimony produced 
at the rehearing shows that whatever readjustment may 
be made in divisions, if it be found proper to make a 
readjustment, should accrue to the rail carriers rather 
than be the basis for differential break-bulk rates lower 
than all-rail. A substantial reduction in the break-bulk 
divisions would no more than make up the difference which 
now exists between the earnings of the rail carriers on 
break-bulk and car-ferry grain. In this connection the 
comment may be added that the break-bulk route under 
certain circumstances may be of great value to the Pere 
Marquette Railroad in that the railroad is thereby enabled 
to forward grain which it could not otherwise handle. It 
would seem to the interest of the Pere Marquette Railroad 
to maintain this route, at lower earnings if necessary, 
than via the all-rail or car-ferry routes. However, in 
view of the lower earnings by the break-bulk route, the 
carriers should, perhaps, not be required to maintain lower 
rates via this route than via the car-ferry or all-rail routes. 

The remains to be considered protestant’s allegation 
that the continuation of the differential on break-buik 
shipments is a commercial necessity to the city of Mil- 
waukee, It is stated that Minneapolis can ship oats and 
barley to the East on through rates which are 1 cent 
lower than the combination of all-rail rates on Milwaukee 
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or Chicago, and that the lines east of Milwaukee and 
Chicago accept as their division 1 cent less than thci: 
all-rail rates from those. points. Protestant insists that 
even though much of the grain which finds its way io 
Milwaukee comes from territory in which Minneapolis 
does not compete as a market, Minneapolis competition is 
nevertheless felt in fixing the selling price. It is ou 
opinion, however, that if Milwaukee and Chicago are ai 
an unjust disadvantage as compared with Minneapolis 
that is a matter which requires readjustment of the 

rail rates and is not a justification for the maintenanc« 
of a differential break-bulk lower than the all-rail rat: 

Based on all these considerations we find that respond 
ents have justified the increases proposed in the tariffs 
under suspension. We come to this conclusion upon tlie 
record as presented in this case at the rehearing. In 
testimony and argument, respondents have given assiu! 
ance that the break-bulk route will be maintained at equal 
rates with the car-ferry and all-rail routes, and it is with 
this understanding that the increases are permitted. 

An order will be entered vacating our former orde! 
in this case and permitting respondents to publish the 
Same rates from Milwaukee, Manitowoc and Kewaunee 
on grain and grain products via the break-bulk route as 
are contemporaneously maintained via the car-ferry 0: 
the all-rail route. 

SUPPLEMENTAL ORDER. 

It is ordered, That the carriers respondent her 
and designated in the canceled tariffs be, and they ars 
hereby, notified and required to establish, on or befor 
Aug. 1, 1914, upon notice to the Interstate Commerce Con 
mission and to the general public by not less than 3) 
days’ filing and posting in the manner prescribed in se: 
tion 6 of the Act to regulate commerce, and for a period 
of not less than two years after said Aug. 1, 1914, t 
maintain and apply local, joint, and proportional break 
bulk rates via break-bulk routes on grain and grain prod 
ucts from Milwaukee, Manitowoc and Kewaunee, Wis.., to 
points in trunk line territory east of Niagara frontie: 
which shall not exceed the rates on grain and grain 
products between said points contemporaneously in effect 
over their lines via the car-ferry or the all-rail route 

It is further ordered, That the prior order herei! 
dated May 12, 1913, be, and it is hereby, rescinded as 
date of Aug. 1, 1914. 


WICHITA RATES DISCRIMINATORY 


CASE NO. 5800 (30 I. Cc. C., 374-376) 
WICHITA BUSINESS ASSOCIATION VS. ATCHISON 
TOPEKA & SANTA FE RAILWAY CO. ET AL 


Submitted Oct. 10, 1913. Decided Feb. 10, 1914. 


1. Wichita cannot ship agricultural implements in the same «a! 
mixtures as Kansas City to Texas points except under r 
which make a much larger combination rate for Wi: 
than Kansas City enjoys: Held, That this situation is 
lawfully discriminatory against Wichita, and defend 
given until Aug. 1, 1914, to adjust these commodity r\°s 
out of Wichita so that the same relative difference is n 
tained as now exists betwees the class rates appli: 
from the two above-named cities. 

Storage-in-transit contention of complainant not susta 
as it does not appear that Kansas City enjoys this pri\ a 
on shipments destined to the Texas points concerned h« ! 

3. Reparation denied, it not appearing that claimant was « 

aged by the unlawful discrimination found to exist 


Martin E. Casto for complainant. 
T. J. Norton and A. A. Hurd for defendants. 


Report of the Commission. 


MeCHORD, Commissioner: 
The complaint here attacks the carload rates 
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cultural implements from Wichita, Kan., to points 
the defendants’ lines in the panhandle of Texas, as 
easonable, in violation of section 1 of the Act to 
late commerce, and also on the ground that said 
s subject members of the complainant association 
unjust discrimination in violation of sections 2 and 
the act, and incidentally it is claimed that certain 
yrage-in-transit privileges should be extended to 
chita. The rates complained of are carried in South- 
stern lines tariff No. 42K, F. A. Leland’s I. C. C. No. 
6, item No. 1092 and item No. 1098. Item No. 1092, 
enerally speaking, names a commodity rate on “agri- 
iltural implements and parts” as distinguished from 
em No. 1098, which carries a commodity rate on 
igricultural implements and vehicles.” These two items 
the same carload rates from Kansas City and Wichita 
the Texas points from Higgins to Folsom, inclusive, 
ey being 69 cents per 100 pounds under item No. 
92, and 78 cents per 100 pounds under item No. 1098. 


Kansas City and Wichita are jobbing points for 
igricultural implements, and their supply of these 
articles comes from points located on the Mississippi 
River and east thereof. On like shipments moving from 
e same eastern points Kansas City takes a 22%4-cent 
rate, and Wichita takes a 43%4-cent rate on commodities 

a silimar description to those carried under item 
092 and a 52-cent rate on commodities as described 

der item 1098, except pleasure vehicles; and since 
Kansas City and Wichita take the same rate to the 
lexas destination points, it follows that when a ship- 
ment is handled through Wichita the charge under item 
092 description is 21 cents per 100 pounds greater, 
and under item 1098 it is 29% cents greater, than if it 
iad been jobbed through Kansas City. It appears that 
Wichita is located some 206 miles nearer the Texas 
destination points than Kansas City, and that the serv- 
ice from Wichita is identical on such shipments with 
that from Kansas City, with the exception that the 
switching’ charges at Kansas City are $1 more per car 
than at Wichita. No fault is found with the respective 
inbound rates. 

The defense for this situation is that Wichita has 
class rates to these Texas destination points which 
give it a much lower rate than the commodity. rates 
specified above and almost as good an in-and-out com- 
bination rate as Kansas City enjoys. It appears, how- 

er, that these class rates are under Western Classi- 
fication and that the carload mixture permitted by this 
classification is not as liberal and comprehensive as that 
provided for under the commodity specifications above. 

The wholesalers and jobbers receive their imple- 

ents in solid carloads from the Mississippi River 
points, but in making shipments to their customers, the 
retailers, it is necessary to include in a single car sev- 
ral different kinds of implements. Just what mixture 
of implements may be included in a car in order to 

a certain rate is therefore of as much importance 

the jobber as the rate itself. 


This complaint, therefore, when so analyzed, seems 
be chiefly that Wichita cannot ship agricultural im- 
ments in the same car mixtures as Kansas City 
ept under items 1092 and 1098, which make a much 
‘reer jn-and-out combination rate for Wichita than 
nsas City enjoys, regardless of the fact that the 

ice is the same in both instances. 

From the record we cannot say that the rates com- 
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plained of are unreasonable in and of themselves, but 
it is our conclusion from a consideration of all the facts 
that under the present situation there is an unjust dis- 
crimination prevailing against Wichita which is like- 
wise unduly favorable to Kansas City, and this dis- 
crimination should be removed. These commodity rates 
out of Wichita, of which complaint is made, must be so 
adjusted that the same relative difference is maintained 
as now exists between the class rates applicable from 
the two above-named cities. In the first instance it will 
be left to the defendants to so alter their tariffs as to 
remove this discrimination in conformity with the views 
herein expressed on or before Aug. 1, 1914. If within 
such period the defendants do not amend their tariffs 
as indicated herein the Commission will then issue an 
appropriate order. 

There is no occasion for a consideration herein of 
the storage-in-transit privilege contended for in the com- 
plaint, since this contention was abandoned by the com- 
plainant in the progress of this case, and it does not 
appear that Kansas City enjoys this privilege on freight 
destined to the Texas points here concerned. 

A claim for reparation is made on two carloads of 
mixed farm implements which were consigned to A. W. 
Poteet at Glazier, Tex., one of the points here under 
consideration, by the Peru, Van Zandt Implement Co. 
of Wichita. The consignee paid the freight on these two 
carload shipments, but assigned his claim for reparation 
to. the shipper, as above, which is a member of the 
complainant association. We are not concerned with 
the legality of such an assignment and its status before 
the Commission, since it has not been made to appear 
in the record before us that either the shipper or the 
consignee has been damaged, and under the principle of 
the recent case of New Orleans Board of Trade vs. 
I. C. R. R. C., 29 IL. C. C., 32 [The Traffic World, Jan. 
24, 1914, p. 162], reparation will be denied. 


TAMPA ROUTE AND RATES 


CASE NO. 6247 (30 I. C. C., 377-381) 
TAMPA BOARD OF TRADE VS. LOUISVILLE & NASH- 
VILLE RAILROAD CO. ET AL, 

CASE NO. 6247 (SUB-NO. 1) 
SAME VS. ILLINOIS CENTRAL RAILROAD CO. ET AL. 


Submitted April 1, 1914. Decided April 13, 1914. 
Tampa, Fla., is served by the Mallory Steamship Co. from 

Mobile, Ala., and the Gulf & Southern Steamship Co. from 

New Orleans, La. Upon petition for the establishment in 

connection with those lines of through routes and joint 

rates to Tampa from points on the lines of rail carriers 
serving the other two ports named: Held, That such 
through routes should be established in connection with the 

Mallory Steamship Company and the defendant carriers 

serving Mobile will be expected to make effective within 

ninety days reasonable rates for the rail-and-water service. 

No opinion expressed as to the amount of such rates or as 

to the establishment of through routes in connection with 

the Gulf & Southern Steamship Co. 

T. M. Shackleford, Jr., for complainant. 

W. A. Northeutt for Louisville & Nashville Railroad 
Co. 

R. Walton Moore and M. Carter Hall for Mobile & 
Ohio Railroad Co., Southern Railway and Illinois Central 
Railroad Co. 

C. MeD. Davis for Atlantic Coast Line Railroad Co. 


W. P. Levis for Mallory Steamship Co. 


Report of the Commission. 


CLEMENTS, Commissioner: 
The complaints in this case ask for the establishment 
of through routes and joint rates from points on the lines 
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of the defendant rail carriers to Tampa, Fla., in con- 
nection with the Mallory Steamship Co. from Mobile, Ala., 
and the Gulf & Southern Steamship Co. from New Or- 
leans, La., such rates to be differentials lower than the 
all-rail rates. In addition to the water carriers, the de 
fendants are the Mobile & Ohio and Southern railways 
serving Mobile, the New Orleans & Northeastern and 
Illinois Central railways serving New Orleans, and the 
Louisville & Nashville Railroad, serving both ports. The 
only differential specifically asked for was 4 cents per 
100 pounds on corn, oats, bran, mill feed, and shorts in 
sacks and fiour in sacks or barrels, those apparently 
being the commodities which would move in largest quan- 
tity via the rail-and-water routes. No rates are requested 
on perishable articles. The testimony dealt largely with 
rates from the Ohio and Mississippi River crossings. 

The Mallory Steamship Co. operates a weekly service 
in either direction between New York, N. Y., and Mobile, 
calling at Key West and Tampa, Fla., and handling traffic 
between the last-named port and Mobile. The Gulf & 
Southern Steamship Co. operates a steamer between New 
Orleans and Tampa, sailings from either port being made 
every 10 days. 

Between 1890 and 1898 the Plant Steamship Co. op 
erated between Mobile and Port Tampa (10 miles from 
Tampa), and there was in effect a through rail-and-water 
route, first established in connection with the Mobile & 
Ohio, but upon the outbreak of the Spanish-American war 
in the latter year the Plant Steamship Co. leased its 
steamer to the United States government and abandoned 
the service. In the meantime the Mobile & Ohio had 
constructed a line from its main line at Artesia, Miss., 
to Montgomery, Ala., at which point it connected with 
the lines now a part of the Atlantic Coast Line, forming 
an all-rail route to Tampa. Subsequently several attempts 
have been made to establish steamer lines between Mo- 
bile and Tampa, but, until the advent of the Mallory 
Steamship Co., without success. Their failure is attrib- 
uted by complainant to inability to secure at Port Tampa 
the service formerly accorded the Plant Steamship Co., 
the shallow water at the docks at Tampa making it 
necessdry to operate very small boats, and the refusal 
of the Mobile lines to join in through rates or to issue 
through bills of lading. The depth of water at Tampa 
was originally about 10 feet, but has been increased from 
time to time, at present being 24 feet. After a 20-foot 
depth had been secured the Mallory Steamship Co. com- 
menced operation to Tampa, and from the fall of 1909 
until May, 1910, through rates in connection with this 
line were published from the Ohio and Mississippi River 
crossings. These rates, however, were the same as the 
all-rail rates and very little through traffic was attracted 
to the route. 

An attempt was also made to establish steamer serv- 
ice between New Orleans and Tampa, but the company 
was not successful and has recently been reorganized as 
the Gulf & Southern Steamship Co. The only rail car- 
riers serving New Orleans which issue through billing 
in connection with this line are those entering the city 
from west of the Mississippi River, and the steamship 
company has established proportional rates from New 
Orleans to Tampa, applicable on through traffic, of 9 cents 
on corn, oats, mill feed and shorts in sacks, and 10 cents 
per 100 pounds on flour, corn meal, grits, and hominy in 
sacks or barrels. The port-to-port rate on grain and 


grain products from New Orleans and Mobile to Tampa 
is 12 cents. 
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It is stated in the answer of the Mallory Steamship 
Co., and at the hearing in behalf of both water lines, 
that it is their purpose to file with this Commission as 
applicable on traffic from or through the Ohio and Mis- 
sissippi River crossings proportional rates to Tampa from 
Mobile and New Orleans, which, added to the local rates 
to the ports, will result in total rates which they regard 
as reasonable differentials lower than the al-rail rates; 
that these proportionals will be tendered to the Mobile 
and New Orleans lines, which it is not doubted will per- 
mit the issuance of through billing via the rail-and-water 
routes; in fact, that assurance to that effect has been 
given by a majority of the principal lines. The rail 
carriers express no willingness to join in such arrange- 
ments, but urge that in case the establishment of through 
routes and joint rates is ordered they be not required 
to accept as divisions less than their full local rates to 
Mobile and New Orleans, which it is contended are low 


At the present time the only through class rates in 
effect to Tampa from the Ohio and Mississippi River 
crossings are those via the all-rail routes, which are 
made by the addition to the rates to Jacksonville, Fla., 
of the following arbitraries: 

3 4 ea ew xX BSS Ba OP 
36: 48. 88 87 18 TT re BO Ct 

These are the same as the local class rates between 
Jacksonville and Tampa, except on classes B, C, D and F, 
the local rates on which are 15, 16, 11 and 21 cents, 
respectively. The rates to Tampa from Cincinnati, 0O., 


Louisville, Ky., and the other Ohio River crossings are 
as follows: 


a, 5 ta I E 
145 123 109 102 } Bs 5 36 28 68 


i. .§ 2.6 6.464: # Aa ae,. aoe 2 
168 142 126 114 96 81 61 53 43 33 76 80 

On grain and grain products, however, the carriers 
have established the same rates to Tampa as to Jackson- 
ville, 23 cents from the Ohio River crossings and 25 
cents from St. Louis. This parity is due, it is stated, to 
water competition, grain and grain products being the 
commodities on which the Florida lines felt the com- 
petition through Mobile most keenly. The rate from St. 
Louis to Mobile on grain is 12 cents, and, as stated, the 
local water rate thence to Tampa is 12 cents per 100 
pounds. The class rates to both Jacksonville and Tampa 
are higher than rates to some of the intermediate points. 

The principal terminal lines at Tampa are the Sea 
board Air Line and Atlantic Coast Line railways, both 
of which connect with the Mobile & Ohio at Montgomery 
and with the Louisville & Nashville at River Junction, 
Fla. It does not appear of record via what routes the 
Southern handles Tampa traffic. The haul of the Mobile 
& Ohio to Montgomery is somewhat shorter than to 
Mobile, but the lines from the former allow that carrier 
divisions as large and, in some cases, notably on grail 
and grain products, larger than its local rates to Mobile 
The haul of the Louisville & Nashville to River Junction 
is somewhat longer than to Mobile. 


The distance from Cincinnati to Tampa by rail is 
about 1,053 miles; to Mobile it is 784 miles; and the 
water distance from the latter point to Tampa is about 
330 miles. From St. Louis the rail distances are 1,187 
to Tampa and 657 to Mobile. The distance from New 
Orleans to Tampa by water is about 430 miles, and (!eé 
distances to the former are 835 miles from Cincinnati 
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| 718 miles from St. Louis. The distance from Jack- 
vile to Tampa is 212 miles. 
It is contended by defendants that the present ad- 
tment to Tampa is reasonable and non-discriminatory; 
it gives full effect to the location of Tampa and 
ter competition thereto. In view, however, of the fact 
with the one exception noted, the adjustment is 
ed on Jacksonville, this contention is not fully borne 
for the adjustments to Jacksonville and to the Gulf 
rts are not the same, considered with reference either 
to the various crossings or to the relation between the 
various classes. For instance, to Jacksonville the same 
rates apply from all of the Ohio River crossings and 
those from St. Louis are higher; to Mobile and New 
Orleans, which take the same rates, the rates from 
Louisville and St. Louis are the same, while those from 
Cincinnati are higher and those from the lower Ohio 
River erossings are lower than the Louisville and St. 
Louis rates. Z 
The port-to-port rates of the water lines, which are 
not on file with this Commission, are, to Tampa from 
New Orleans and Mobile, as follows: 
Class a8 eS er we a 


I 
New Orleans ...7 60 55 50 40 30 25 25 22 1 
Mobile . 6 50 5 40 35 26 20 15 16 1 


These rates, added to the rates to the Gulf ports, 
result in some cases in combination rates lower than the 
through all-rail rates. Thus from St. Louis the combina- 
tions on Mobile are lower than the through-rail rates by 
the following amounts: 


3 4 ia ee ae 
16 24 21 21 16 O 3 1 


9 
‘ 


1 


From Louisville these combinations are higher on 
some classes and lower on others than the through rates. 

The wharf used by the Mallory Steamship Co. at 
Mobile is served only by the Mobile & Ohio, and it is 
not definitely indicated of record the amount of wharfage 
or switching charges in effect at that point for shipside 
delivery on shipments via the Mallory line to Tampa. 

As stated, the rail-line defendants express no willing- 
ness to join in through rates and routes with the water 
carriers from Mobile and New Orleans, their attitude be- 
ing attributable to better divisions in some cases via 
the all-rail routes and their desire to maintain the pres- 
ent adjustment to south Florida points. They defend 
the reasonableness of the present rates to Tampa and 
contend that the transportation facilities to that port are 
adequate and that the establishment of additional routes 
would not serve any public need. This contention, how- 
ever, leaves out of consideration the fact that Tampa 
has natural advantages of location and is entitled to the 
rates normally resulting therefrom, whiich the rail car- 
riers, by refusal to issue through billing in connection 
with the water carriers, may not deny to it. 

We are of opinion that the carriers serving the port 
of Mobile should establish through routes to Tampa in 
connection with the Mallory Steamship Co., and that 
the rates should be reasonable for the service performed. 
It is customary for rates via rail-and-water routes to 
be somewhat lower than the all-rail rates, and, in view 
of the willingness of the steamship company to accept 
Proportionals which, added to the local rates to the port, 
will result in rates lower than the all-rail rates and the 
generally lower adjustment to Mobile than to Jackson- 
ville from the Ohio River and beyond, no reason appears 
upon this record why reasonable differentials should not 
prevail to Tampa. We will not, however, upon the record 
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before us, express any opinion as to the amount of such 
rates or differentials, but the defendants will be expected 
to establish through routes and reasonable rate swithin 
90 days from the service of this report. In case they 
are unable to agree as to the amount of such rates or 
the rates established are not satisfactory to it, the com- 
plainant may pursue the matter further with a view to 
the fixing by the Commission of reasonable rates. As 
hereinbefore stated, while the complaint asks generally 
for rates from points on the lines of the defendant rail 
carriers the testimony referred mainly to rates from the 
Ohio and Mississippi River crossings, and we have con- 
sidered the case largely in connection with those rates 
and the traffic which probably would move thereon. 

We will not here express any opinion as to the 
establishment of through routes or joint rates via New 
Orleans in connection with the Gulf & Southern Steam- 
ship Co., as such routes would be more circuitous than 
those via Mobile, and the service from New Orleans is 
less frequent. 


GRAIN RATES TO PITTSBURGH PA. 
I. & S. NO. 324 (30 I. C. C., 382-384) 


Submitted April 20, 1914. Decided May 4, 1914. 


Proposed increase in rates on ex-lake grain from Buffalo, N. Y.., 
to Pittsburgh, Pa., and points taking the same rates not 
found to have been justified. Tariffs naming the increased 
rates required to be canceled. 


D. P. Connell for New York Central lines. 

R. J. Anderson for Baltimore & Ohio Railroad Co. 

H. D. Palmer for New York, Chicago & St. Louis 
Railroad Co. 

Frank E. Williamson and Ray M. Stanley for 
protestants. 

Report of the Commission. 
DANIELS, Commissioner: 

By orders of Oct. 11, 1913, and Jan. 20, 1914, the 
Commission suspended until Aug. 12, 1914, certain tariffs 
designated as follows: Supplement No. 8 to Buffalo, 
Rochester & Pittsburgh I. C. C. No. 3466; supplement 
No. 6 to Buffalo & Susquehanna I. C. GC. No. 1626; 
supplement No. 20 to Lake Shore & Michigan Southern 
I. C. C. No. A-2733; supplement No. 5 to New York, 
Chicago & St. Louis I. C. C. No. 3275, and supplement 
No. 8 to Pennsylvania Railroad Co., Northern Central, 
Philadelphia, Baltimore & Washington, and West Jersey 
& Seashore-I. C. C. No. 3420. By these tariffs the re- 
spondents propose to increase the rate on ex-lake grain 
from Buffalo, N. Y., to Pittsburgh, Pa., and points tak- 
ing the same rate from 7% to 8% cents per 100 pounds. 
The suspensions were made upon protests filed by 
Charles Kennedy & Co. and Whitney & Gibson, dealers 
in grain at Buffalo, and the transportation committee 
of the Corn Exchange of Buffalo. 

The respondents at the hearing introduced an ex- 
hibit showing the rates on grain from various Lake 
Erie ports to Pittsburgh. The distances in miles, as 
shown by the exhibit, and the rates applicable, in cents 
per 100 pounds, from the various ports to Pittsburgh 
are shown by the following table: 


Port. Distance. Rate. Port. Distance. 
Buffalo, N. Y.... 234 $0.07% Cleveland, O. ... 132 
arte, PR. oes Siesc 146 07% Sandusky, O. ... 192 
Fairport, Pa 07% POmad,. OO, ss. 0s ane 


It is asserted by the respondents that complaints 
from Toledo and Sandusky to the effect that the rate of 
7% cents from Buffalo was prejudicial to shippers from 
those points was the cause of the proposed increase in 
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the rate from the latter point. It appears that previous 
to the year 1910 rates from all the ports to Pittsburgh 
were on a lower basis. In the fall of 1910 rates from 
all the ports except Buffalo were made 86 2-3 per cent 
of the sixth-class rates. The rate from Buffalo was not 
disturbed at that time. It is not contended by the re- 
spondents that the rates from Buffalo to the points in 
question are too low, or that they are not remunerative. 
The contention is that they are out of line with rates 
from other points from which the distance to Pittsburgh 
is the same or less. 

On behalf of protestants it is pointed out that the 
rate comparisons made by respondents have reference 
only to Pittsburgh proper. It is asserted that there is 
no movement of grain to Pittsburgh from Buffalo or 
any other Lake Erie port. The points to which grain 
is shipped from Buffalo are those towns and cities in 
what is known as the Pittsburgh group, in’ which flour 
mills are operated. There are 13 towns in the Pitts- 
burgh territory at which are operated 15 flour mills 
and to which shipments of grain are made by Buffalo 
dealers. In the aggregate about 500,000 bushels of 
grain are shipped yearly to these points from Buffalo. 
The points in Pennsylvania referred to, with their dis- 
tances in miles from Buffalo and the yield in mills per 
ton per mile at the rate of 7% cents, now in effect, are 
shown by the following table: 


Distance Yield Distance Yiela 

from per ton- from per ton- 

Point. Buffalo. mile. Point. Buffalo. mile. 

Dubois ......... 159 9.43 East Brady .... 202 7.42 

Brookville ..... 169 8.81 BIOMG o weds, 217 6.91 

Big Run ...... 174 8.62 New Bethlehem 228 6.57 

Punxsutawney.. I81 8.28 SOUNO n aie otk ie eee 6.15 

Emlenton ...... 182 8.24 Summerville ... 242 6.15 

er aa 194 7.73 Saltsburg ...... 267 5.61 
Marion Center... 200 7.50 


The average distance is 204 miles and the yield per 
ton-mile on the average 7.51 mills. 

Protestants assert that in the sale of grain at the 
points above named they have never met in competition 
grain shipped from any Lake Erie port. The competi- 
tion is with grain shipped all rail from Chicago. The 
rate from Chicago to Pittsburgh, Emlenton, East Brady 
and Butler is 10 cents, and to the other points 13 cents. 
It is shown that the freight charges on a shipment of 
wheat, lake and rail, from Chicago via Buffalo amount 
to 12.08 cents to the points in question. It is contended 
that the imecrease in the rate from Buffalo would make 
it impossible for Buffalo grain dealers to, make sales 
at any of the points named in competition with grain 
shipped from Chicago. It is to be observed that the 
rate now in effect from Buffalo to Pittsburgh territory 
is 75 per cent of the sixth-class rate, and that the 
rate from Chicago is 66 2-3 per cent of the sixth-class 
rate. 

In attempting to show the necessity for the removal 
of what the respondents assert to be an undue discrimi- 
nation against Toledo and Sandusky they have intro- 
duced no evidence to show that the existing rates from 
Buffalo are too low. They have assumed that the appli- 
eation of 86 2-3 per cent of the sixth-class rate from 
Toledo and Sandusky is reasonable, and therefore the 
Same basis from Buffalo must be _ reasonable. The 
value of the service to the Buffalo shipper has not been 
considered. The record does not show that there is 


any movement of grain from either Sandusky or To- 
ledo to any point in Pittsburgh territory. There is a 
large movement from Buffalo. The maintenance of the 
present basis of rates from Buffalo and from the other 
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Lake Ports for a period of nearly four years without 
protest, so far as we are advised, leads to the very 
reasonable presumption that it has operated without 
serious prejudice to any community. On this record 
we find that the respondents have not justified the 
increase proposed from Buffalo to Pittsburgh and points 
taking the same rates. An order will be entered re 
quiring the maintenance--of the present rate for a 
period of not less than two years. 





ORDER. 

It is ordered, That the carriers respondent herein 
and designated in said tariffs be, and they are hereby, 
notified and required to cancel, on or before Aug. 1?, 
1914, the rates, charges, practices and regulations 
stated in the schedules specified in said orders of sus 
pension. 

It is further ordered, That said carriers shall con- 
tinue in force and for a period of not less than two 
years from said Aug. 12, 1914, maintain and apply to 
the transportation of the traffic described in said sched 
ules from the point of origin to the points of destina- 
tion named in the schedules covered by said orders of 
suspension rates not in excess of those applicable from 
said points of origin to said points of destination over 
the routes therein named in effect on Oct. 14, 191° 


MALT RATES TO TEXAS POINTS 


1. & S. NO. 359 (30 I. C. C., 385-387) 
Submitted April 16, 1914. Decided May 11, 1914. 


Proposed rates involving an increase of 4c per 100 pound 
malt in carloads from Chicago, Ill, and points in Wisc 
sin and Missouri, to destinations in Texas, not justified 


R. W. Flournoy for Texas Brewing Co. 

A. C. Fonda for Gulf, Colorado & Santa Re Railway 
Co. and Atchison, Topeka & Santa Fe Railway Co. 

M. J. Dowlin for Chicago, Rock Island & Pacilc 
Railway Co. and Chicago, Rock Island & Gulf Railway 
Co. 

J. R. Christian for Texas & New Orleans Railroad 
Co.; Galveston, Harrisburg & San Antonio Railway o. 
and others. 

J. F. Garvin for Missouri, Kansas & Texas Railway 
Co. of Texas and Missouri, Kansas & Texas Railwa) 
Co. 

J. B. Payne for Texas & Pacific Railway Co. ano 
International & Great Northern Railroad Cc 

P. H. Welborne for St. Louis & San Francisco Rail- 
way Co. and St. Louis & San Francisco Railroad Co 


Report of the Commission. 
HALL, Commissioner: 

This proceeding grows out of the protest of brew- 
ers in Texas against an advance of 4 cents per 1!) 
pounds in freight rates on malt, published by the re 
spondent carriers. These increased rates have beet 
suspended by the Commission pending the outcome of 
its investigation herein. 

The malt is moved in carloads from Chicago, !!!. 
and from points in Wisconsin and Minnesota, to Texas 
common points, and is used in the manufacture of beer 

The rate for this movement of malt was fixed 0) 
the Commission in Texas Brewing Co. vs. A., T. & S F 
Ry. Co., 21 I. C. C., 171 [The Traffic World, June 
1911, p. 1127], by adding a differential of 5 cents 
100 pounds to the then existing rates on barley. ‘ '1¢ 
carriers contended in that proceeding that malt is 4 
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duet of barley, as flour is of wheat, and the Com- 
ion in fixing the rates on malt used the differential 
iour over wheat, which was long ago fixed by the 
imission in Board of Railroad Commissioners vs. 
Tr. & Oe Be. ce., 3 1.:C. oC. De 
\fter the expiration of the Commission’s order in 
Texas Brewing Co. case, supra, the carriers in- 
ised the rates on barley from Chicago and from 
nts in Wisconsin and Minnesota to Texas common 
nts by 4 cents per 100 pounds. These increased 
es became effective without protest. Thereafter the 
irriers filed the proposed rates on malt, which include 
advance of 4 cents per 100 pounds over the rates 
named by the Commission in the Texas Brewing Co. 
The carriers respondent have shown that the rates 
on barley to these Texas points are “paper” rates, as 
there is no substantial movement of barley thereunder, 
and they admit that the recent increase therein was 
merely preliminary as a basis for the proposed increase 
rates on malt. But in addition to thus preserving 
5-cent differential of malt over barley, fixed in the 
Texas Brewing Co. case, supra, they offer evidence in 
support of the advance in malt rates as being just and 
reasonable in itself. This is to the effect that the 
advance simply corrects an entirely unnecessary reduc- 
tion, unsought by the shippers, in the rates on barley 
made in 1909. A check of the tariffs discloses that up 
to Mareh 27, 1909, the rate on barley from this terri- 
tory of origin to Texas points was the rate applicable 
to corn chops. On that date it was reduced to the 
rate applicable to corn and oats, which was 2% cents 
less per 100 pounds than on corn chops. This effected 
a reduction of 2% cents per 100 pounds in the barley 
rates. It may be here observed that barley, being a 
whole grain, is more properly rated with corn and oats 
than with corn chops. 


Further support of the rates here suspended pro- 
ceeds upon the theory that the rate on malt should not 
be less than the rate on flour. This, it will be noted, 
g0es beyond the doctrine laid down in the Texas Brew- 
ing Co. case, supra. Reference is made to the rates 
fixed by this Commission in Farmers’, etc., Club vs. 
A, T. & S. F. Ry. Co., 12 I. C. C., 351, on flour from 
Kansas points to Texas common points, and a compari- 
son is offered of the revenue per ton per mile from 
Such rates and from the proposed rates on malt. The 
Commission does not find this comparison helpful. The 
haul of the malt is substantially twice that of the 
flour. Respondent carriers contend that after making 
due allowance for the difference in distance, and under 
application of the rule that revenue per ton per mile 
should decrease with the increase of the distance, the 
proposed malt rates are on a lower plane than the flour 
rates set up in ecOmparison. The general rule is well 
recognized, but we are aware of no measure or stand- 
ard by which this Commission can find that the ton-per- 
ile units offered here vary only because of distance, 
and as to distance, vary properly. 

While it may be true that malt rates may be scaled 
eher than barley rates, or even upon the same differ- 
ential as flour rates over wheat rates, it does not 
necessarily follow that malt should take the same rate 
as flour. Malt is simply whole barley, germinated and 
Swelled. Flour is a milled product. In value they rate 
about equally. Flour, however, is an article finished 


and ready for human consumption, while malt is merely 
one material used in producing an article of human 
consumption, i. e., beer. Malt loads more heavily than 
flour, and this is~reflected in the minimum carload 
weights. It is less subject than flour to loss and dam- 
age in transit, and is adapted to methods and facilities 
of transportation ordinarily furnished for whole grains. 

The carriers show that the total movement of malt 
to Texas points is far less than the total movement of 
flour to,-from, through and within the state of Texas. 
But there is nothing in this record to warrant a find- 
ing that the comparative movement of malt and flour 
to Texas points is such as to make just and reasonable 
a rate on malt approximately as high as on flour. 

It is the view of the Commission that the proposed 
rates have not been justified, and the respondents 
herein will be required to cancel them. 


ORDER. 

It is ordered, That the carriers respondent herein 
and designated in said tariff be, and they are hereby, 
notified and required to cancel, on or before June 30, 
1914, the rates, charges, practices and regulations stated 
in the schedules specified in said orders of suspension. 

It is further ordered, That said carriers shall con- 
tinue in force and for a period of not less than two 
years from said June 30, 1914, maintain and apply to 
the transportation of the traffic described in said sched 
ules from the points of origin to the points of destina- 
tion named in the schedules covered by said orders of 
suspension rates not in excess of those applicable from 
said points of origin to said points of destination ove 
the routes therein named in effect on Dec. 31, 1913. 


TRANSIT RULES READJUSTMENT 


THE TRAFFIC SERVICE NF'VS BUREAU, 
Colorado Building, Washington, D. C. 

Attorney-Examiner Brown, on Monday and Tuesday, 
held a hearing on the complaint of the Mixed Car Dealers’ 
Association against the Delaware, Lackawanna & Western 
and others asking for a readjustment of the transit rules 
and regulations in effect on Sept. 1, 1913. 

The charge since that time, except on the D. & H., 
has been % cent per 100 pounds, with a minimum of 
$3 per car, plus the difference between the grain, grain 
products and by-products rates from points of origin to 
destinations. The D. & H. charge is 1 cent, with a $4 
minimum. 

The assertion is that it has been impossible to live 
up to the requirements as to mixed carloads. It becomes 
absolutely necessary, in order that there may be any 


privilege at all, to match billing. The attack is not so 
much upon fhe rate or charge as it is upon the enforce- 


ment of the rules, or the policing of the privilege, as it 
is termed. 

A. C. Palmer, president and general manager of the 
Tioga Mill & Elevator Co. of Waverly, N. Y., was put on 
the stand to explain the situation, which he did with great 
detail, pointing out how hard it is to make the rules work. 


MICHIGAN RATE INCREASE. 
The Michigan state railroad commission has set June 
10 for the final hearing on the application of Michigan 
railroads for a general increase in freight rates. On that 
date representatives of the roads will make answer to the 
lumber shippers, who allege that the proposed tariffs are 
discriminatory. 


: 
: 
& 
# 
& 
e 





1104 


IN THE SUPREME COURT 


OPINION IN TAP-LINE CASE 


835, 





Nos. 829, 830, 831, 832, 833, 834, 836—October 


Term, 1913. 

No. 829—UNITED STATES AND INTERSTATE COM- 
MERCE COMMISSION, APPELLANTS, VS. LOUISI- 
ANA & PACIFIC RAILWAY CO. ET AL: 

No. 830—ATCHISON, TOPEKA & SANTA FE RAIL- 
WAY CO. ET AL., APPELLANTS, VS. LOUISIANA 
& PACIFIC RAILWAY CO. ET AL. 

No. 831—UNITED STATES AND INTERSTATE COM- 
MERCE COMMISSION, APPELLANTS, VS. WOOD- 
WORTH & LOUISIANA CENTRAL RAILWAY CO. 
ET AL. 

No. 832—ATCHISON, TOPEKA: & SANTA FE RAIL- 
WAY CO. ET Al, APPELLANTS, VS. WOOD- 
WORTH & LOUISIANA CENTRAL RAILWAY CO. 


ET AL. 

No, 833—UNITED STATES AND INTERSTATE COM- 
MERCE COMMISSION, APPELLANTS, VS. MANS- 
FIELD RAILWAY & TRANSPORTATION CO. 
ET AL. 

No. 834—ATCHISON, TOPEKA & SANTA FE RAII- 
WAY CO. ET. AL., APPELLANTS, VS. MANS- 
FIELD RAILWAY & TRANSPORTATION CO. 
ET AL. 

No. 835—UNITED STATES AND INTERSTATE COM- 
MERCE COMMISSION, APPELLANTS, VS. _ VIC- 
TORIA, FISHER & WESTERN RAILROAD CO. 
ET AL. 


No. 836—ATCHISON, TOPEKA & SANTA FE RAIL- 
WAY CO. ET AL., APPELLANTS, VS. VICTORIA, 
FISHER & WESTERN RAILROAD CO. ET AL. 


Appeals from the United States Commerce Court. 


These are all appeals from decrees of the United 
States Commerce Court (209 Fed. 244) [The Traffic 
World, Nov. 29, 1913, p. 1022] annulling orders of the 
Interstate Commerce Commission refusing in whole 
or in part to compel certain common carriers which 
had filed schedules canceling former schedules over- 
ing through routes and joint rates with the Louisiana 
& Pacific Railway Co., the Woodworth & Louisiana 
Central Railway Co., the Mansfield Railway & Trans- 
portation Co. and the Victoria, Fisher & Western Rail- 
road Co., appellees, hereinafter referred to as the tap 
lines, to establish or re-establish through routes and 
joint rates and to grant allowances and divisions to 
the tap lines. 

The Commission, after an extensive investigation 
of the tap lines in the lumber regions, particularly in 
the states of Arkansas, Missouri, Louisiana and Texas, 
on April 23 and May 14, 1912, filed its report and sup- 
plemental report (23 I. C. C., 277, 549) [The Traffic 
World, May 4, 1912, p. 870]. The report deals at 
some length with the manner in which logs and lumber 
are moved in that territory, and the practices attend- 
ing such traffic. The Commission found the identifica- 
tion of the road with the industry, the necessity of 
incorporation to secure divisions and allowances, the 
great amount in the aggregate paid by the trunk lines 
to the tap lines, and the resulting discrimination, the 


fact that allowances were dependent upon the bargain 
the tap lines might exact from the trunk lines for a 
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proportion of their traffic and not upon the amount of 
service rendered, and the fact that most of the lumber 
mills were near public carriers, and that the tap lines 
would not be kept in operation if the mills were re. 


moved. General principles for determining the char. 
acter of carriers were set forth, and the conclusion 
stated that the real relation of a tap line was a ques 


tion to be decided upon the facts in each case. 

The Commission entered upon a particular examina 
tion of the various lines under investigation, am: 
others the appellees in these appeals. It found: 


JS 


The Louisiana & Pacific Railway Co., controlled by 
the R. A. Long interests, owning a controlling interes: 
in the Hudson River Lumber Co., the King-Ryder Lum 
ber Co., Longville Lumber Co. and the Calcasieu 
Leaf Lumber Co., consists of the following tracks, all 
of which were originally constructed as private logging 
roads: (1) A track from De Ridder Junction, Louisiana 
(all of the lines involved in these cases are within that 
state), to Bundick, a distance of eight miles. The 
mill of the Hudson River Lumber Co., in whose inter 
est this track is operated, is located at De Ridder, 
within a few hundred feet of the trunk lines; Bundick 
is apparently a logging camp with a company store. (2) 
A track from Lilly Junction to Walla, about seven and 
one-half miles, the latter being a point in the woods 
where the King-Ryder Lumber Co. has a commissary, 
and where is located a small independent yellow-pine 
mill, owned by the Bundick Creek Lumber Co. The 
mill of the King-Ryder Co. is at Bon Ami, a town of 
2,000, located on the Lake Charles & Northern Railroad 
Co., a short distance from and connected by it with 
Lilly Junction. 3) A track of two miles at Longville, 
a town of 2,000 people, where the Longville Lumber 
Co. has its mill and a store, and where also are several 
independent stores. (4) A track of nine miles from 
Fayette to Camp Curtis, a place of 200 population, where 
the Calcasieu Long Leaf Lumber Co. has a store, its 
mill being at Lake Charles. (5) A track of one mile 
from Bridge Junction to Lake Charles station. The 
towns De Ridder, Bon Ami, Lilly Junction, Longville, 
Fayette and Lake Charles are connected by the Lake 
Charles & Northern Railroad, a Southern Pacific Rail 
way Co. line, originaliy built by the Long interests as 
a part of the Louisiana & Pacific, and sold to the Lake 
Charles & Northern with the reservation of trackage 
rights advantageous to the Louisiana & Pacific. BY 
means of this arrangement the Louisiana & Pacific con- 
nects with the Kansas City Southern and the Santa Fe 
at De Ridder, with the Frisco at Fulton (a station south 
of Fayette) and with the Southern Pacific, Iron Moun 
tain and Kansas City Southern at Lake Charles. Its 
equipment consists of 22 locomotives, 6 cabooses, 4! 
freight cars and 270 logging cars, and a private car 
used by its officers, who are connected with the lumber 
companies, in traveling around the country. The lumber 
companies have many miles of unincorporated logzing 
tracks connecting with the Louisiana & Pacific at \ 
ous points. There are a number of other stations on tle 
line, among them Bannister, where the Brown Lum)er 
Co. owns a small independent mill. 

The operation is this: The lumber companies foad 
the logs and switch them over the logging spurs (0 
connection with the tap line, which hauls them to tle 
mill, an average distance of 30 miles, for which 10 
charge is made. f 


Long 


The tap line switches the carloads 0! 
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ber from the mill at Lake Charles, a distance of 
e-quarters of a mile to the Southern Pacific; at 
Ridder, only a few hundred feet to the trunk lines; 
the Lake Charles mill to the Frisco, a distance of 
iles; from the Bon Amj mill to the Southern Pacific 
ake Charles, a distance of 40 miles, and from the 
Longville mill to the Southern Pacific. at Lake Charles, 
a distance of 24 miles—the average haul for the con- 
ling companies being nearly 20 miles. By written 
agreement 50 per cent of the lumber must be routed 
ver the Frisco and 40 per cent over the Southern Pa- 
but this is not always done; 243,122 tons of lum- 

as against 8,819 tons of merchandise, were shipped 

1910, 98 per cent of the whole tonnage being sup- 
plied by the controlling interests. The passenger re- 
ceipts for 1910 were $473.77. A logging train runs daily 
on each branch, and there is one “mixed” train, loaded 
chiefly with logs and lumber, between Lake Charles 
and De Ridder. The allowances paid by the trunk 
lines range from 1% to 5% cents per 100 pounds out 
of their earnings under the group-lumber rate. The 
operating revenue for the year ending June 30, 1910, was 
$220,985.94, with operating expenses of $145,433.69, and 
there was an accumulated surplus of $73,581.07 on that 
date. 

The Commission found that no charge was made for 
hauling the logs to the mills by the tap line, and that 
for the short switching service allowances were made, 
as above stated, and concluded that it regarded the 
whole arrangement as indefensible and unlawful, and 
saw no ground upon which any allowance might lawfully 
be made. 

The Woodworth & Louisiana Central Railway Co. 
and the Rapides Lumber Co., situated at Woodworth, are 
identical in interest. The mill is near the Iron Moun- 
tain, which has a spur track to the mill, and the tap 
line has a standard-gauge track from the mill to La 
Moria, about six miles, where it connects with the 
Southern Pacific Railway, Texas & Pacific Railway and 
Chicago, Rock Island & Pacific Railway, and a narrow- 
gauge track in the other direction for 18 miles, whence 
spur tracks go into the timber. The equipment consists 
of 1 standard-gauge locomotive, 5 narrow-gauge _ 1oco- 
motives and 2 standard and 9 narrow gauge cars. The 
steel in the logging spurs and 4 of the narrow-gauge 
locomotives used by the lumber company on the spurs 
are owned by the tap line and leased to the lumber 
company, while the right of way for the narrow-gauge 
track is leased from the lumber company. 


The. tap line hauls the logs from. its terminus to 
the mills without charge, where.they are dumped by 
the trainmen into the mill. pond. The carloads of lum- 
ber are switched by the tap line from the planing mill 
to the. place where they are taken by the Iron Moun- 
tain, about 25 feet.. About 95 per cent of the lumber 
goes through La Moria, being switched there by the tap 
line; the allowances from the Iron Mountain out of 
through rates being from 1% to 5% cents per 100 
pounds, while from the trunk lines at La Moria from 
2 to 5% eents. There are no joint rates except on 
lumber. For the year ending June 30, 1910, there was 

707 tons of freight handled for the lumber company 
and 2,100 tons of outside traffic. It has no passenger 
usiness. Its operations for that year showed a deficit, 
there was a surplus from previous years of nearly 
’,.000. It files annual reports with the Commission. 
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The Mansfield Railway & Transportation Co. and the 
Frost-Johnson Lumber Co. are identical in interest. The 
tap line extends from Mansfield to a logging camp in 
the woods known as Hunter, a distance of about 16 
miles, and the line, which was originally incorporated 
by the citizens of Mansfield in 1881, consisting of 2 
miles of track from the town to a connection with the 
Texas & Pacific at Mansfield Junction. Later, the Mans- 
field company acquired the two-mile track and~ equip- 
ment, and the interests controlling it purchased a large 
amount of timber lands near Mansfield at a point called 
Oak Hill, where a mill was built, and spur tracks were 
laid into the timber, which were later turned overeto the 
Mansfield company, with the free privilege reserved to 
the lumber company to operate logging trains between 
the timber and the mill, which operation is performed 
by a subsidiary company. The purchase price did not 
reflect the value of the reservation. There are about 
25 miles of unincorporated logging tracks. The tap line 
also has a connection with the Kansas City Southern. 
It owns a locomotive, a passenger coach and a box car. 

The service performed by the tap line is switching 
cars between the mill and the Kansas City Southern, 
about three-fourths of a mile, although the mill is with- 
in 300 feet of the Kansas City Southern, and was for- 
merly connected by a spur track, which was abandoned 
and taken up, and to the Texas & Pacific, a distance 
of two and one-half miles. The tap line bears the ex- 
pense of maintaining its tracks extending into the 
woods. 

No other yellow-pine mills are served by the tap 
line, but there is a hardwood mill adjacent to the Frost- 
Johnson mill, obtaining a substantial portion of its logs 
from the latter company or subsidiaries, the price in- 
cluding delivery at the hardwood mill, the logs being 
hauled by the logging company under its trackage 
right. Some logs are also obtained from the Texas & 
Pacific, for the switching of which the hardwood mill 
pays the tap line $2.50 a car or less. The tap line 
maintains joint rates on hardwood as well as yellow 
pine. 

Practically no traffic other than that in which the 
lumber company is interested moves over the track 
from Mansfield to Hunter, bat a good deal of outside 
traffic moves over the original two miles from Mansfield 
to Mansfield Junction. Sixteen thousand, five. hundred 
and thirty-nine tons of miscellaneous freight was han- 
dled during the year ending June 30, 1910, most of which 
passed over the Mansfield Junction branch, and much 
of which was for the controlling interests or their em- 
ployes, while during the same time 28,596 tons of lum- 
ber was handled, 91.4 per cent of which was supplied 
by the lumber company. A daily train is operated by 
the tap line in each direction on regular schedule, hand- 
ling passengers, mail and express; but in 1910 the 
passenger revenues were only $1,209.76, while its freight 
revenues were $25,617.19. 

The Commission noticed the abandonment of the 
300-foot spur track, and then the payment of an allow- 
ance of 1 to 4 cents per 100 pounds, and held that it 
was a mere manipulation of the situation in order to 
establish an unlawful relation, and also held that since 
the tap line crosses the right of way of the Texas & 
Pacific within a short distance, the allowance of a like 
amount by the Texas & Pacific for switching from the 
mill to Mansfield and down to the junction was unlawful. 

The Victoria, Fisher & Western Railroad Co. and the 
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Louisiana Long Leaf Lumber Co. have the same stockholders 
and officers. The tap line extends from Victoria, where 
it connects with the Texas & Pacific, to Fisher, where 
it crosses the Kansas City Southern Railway, and then 
extends to Cain, in all about 31 miles. A part of the 
track was built some time ago, and was acquired by 
the lumber company in 1900. In 1902 the railroad com- 
pany was incorporated and its stock exchanged as a 
stock dividend for the line. There are about 25 miles 
of logging spurs and sidetracks. The equipment consists 
of 5 locomotives, 4 cabooses, 3 box cars, 1 flat car and 
105 logging cars. It does not operate any trains on 
regular .schedule. There are two mills owned by the 
lumber company, one about a mile from the junction 
with the Texas & Pacific and the other about half a 
mile from the tracks of the Kansas City Southern. 

The tap line hauls the logs from the forest to the 
mill, charging $1.50 per 1,000 feet, which is supposed 
to cover only the service performed on the logging spurs 
and not the haul over the main track. The greater 
part of the lumber from Fisher is turned over to the 
Kansas City Southern, involving a one-half-mile switch 
by the tap line, and from Victoria is moved by the 
tap line one mile to the Texas & Pacific; a small amount 
of the lumber from each mill is taken by the tap line 
to the more distant trunk line, but the same divisions 
are paid. The allowances range from % to 4 cents per 
100 pounds, and the joint rates are the same as the 
rates published from adjacent mills on the trunk lines, 
except traffic moving to Texas, for which 14 cents per 
100 pounds is added to the junction-point rate. No 
passengers are carried, and of 316,676 tons of freight 
for the year 1910, over 99 per cent was furnished by 
the proprietary company. And the accumulated sur- 
plus at the end of June, 1910, was $13,509.17. 

The Commission held that the tap line could not 
participate as a common carrier in joint rates on the 
products of the proprietary company, but said that the 
lumber rate of the trunk lines applied from the adja- 
cent -mills, and that they might make a _ reasonable 
allowance for switching. 

The Commission made an order in such matter on 
May 14, 1912, which it amended on October 30, 1912. 
The amended order, so far as these appeals are con- 
cerned, provided: 

“The Commission upon the record finds in the case 
of the * * * Woodworth & Louisiana Central Rail- 
way Co.; Mansfield Railway & Transportation Co.; 
Louisiana & Pacific Railway Co.; Victoria, Fisher & 
Western Railroad Co., that the tracks and equipment 
with respect to the industry of the several proprietary 
companies are plant facilities, and that the service per- 
formed therewith for the respective proprietary lumber 
companies in moving logs to their respective mills and 
performed therewith in moving the products of the mills 
to the trunk lines is not a service of transportation 
by a common carrier railroad but is a plant service by 
a plant facility; and that any allowances or divisions 
out of the rate on account thereof are unlawful and 
result in undue and unreasonable preferences and unjust 
discriminations as found in the said reports,” 
and it ordered that the trunk lines should cease and 
desist, to abstain from making any such allowances to 
the tap lines named. 

The Commission further ordered that if the trunk 
lines failed, by a time stated, to re-establish the through 
routes and joint rates in effect on April 30, 1912, on 
traffic other than the products of the mills of certain 
proprietary companies, among others the appellees here- 
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in, it would upon proper petition enter an order requir. 
ing the establishment of such routes and rates, or 
enter upOn an inquiry with respect thereto, and furtler 
provided that all divisions of joint rates should be sub. 
mitted te the Commission for approval. 

The appellees thereupon, by their several petitions 
filed in the _United States Commerce Court, sought to 
have the order of the Commission, so far as applicable 
to them, enjoined and annulled. The Interstate Com 
merce Commission; the Atchison, Topeka & Santa Fe 
Railway Co.; the Gulf, Colorado & Santa Fe Railway 
Co., and the Railroad Commission of Louisiana inter. 
vened. The Commerce Court said that the question 
was whether the Commission had acted arbitrarily and 
on improper considerations in determining under what 
circumstances a common carrier tap line would be 
deemed to be performing a mere plant service for a 
proprietary company, and held that as the service ren. 
dered to the proprietary and non-proprietary mills by 
the tap lines was the same, and as it was held to be 
a transportation service by an interstate common car- 
rier as to the non-proprietary mills, it must be held to 
be a similar service as to the proprietary mills, and 
concluded that the Commission was without power to 
prohibit the making of joint rates by the trunk lines 
and the tap lines, and the payment of some division of 
such rates to the tap lines for their services in hauling 
logs to and lumber from the proprietary mills, and 
annulled the order of the Commission in this respect, 
and so far as it applied to the appellees. 

The United States and the Interstate Commerce 
Commission, and the Atchison, Topeka & Santa Fe Rail- 
way Co. and the Gulf, Colorado & Santa Fe Railway 
Co. entered separate appeals from the decrees of the 
Commerce Court in the four cases instituted by the 
appellees. 


Mr. Justice Day, after making the foregoing statement, 
delivered the opinion of the court. 

A preliminary objection is made to the jurisdiction 
of the Commerce Court in that the order of the Com- 
mission is not reviewable because merely of a negative 
character. The Commerce Court examined this question 
and in view of the amended order of Oct. 30, 1912, reached 
the conclusion that the order was affirmative in its nature 
and of a character permitting of review by proper pro- 
ceedings in that court under the act giving it jurisdiction 
in such cases. We find no reason to differ with this 
conclusion and are of opinion that the Commerce Court 
had jurisdiction in the case. 

It is further insisted upon the authority of Procter 
& Gamble Co. vs. United States, 225 U. S., 282, and other 
cases in this court which have followed that decision, 
that in the present cases the decision rests upon conclu- 
sions of the Commission as to matters of fact only, which 
are within the sole jurisdiction of that body and not 
reviewable in the courts. But we shall consider the case 
upon the findings of fact preceding this opinion, which 
are identical with those made by the Commission, and 
test the conclusions reached as matters of law, giving 
proper consideration to matters of fact which are not in 
dispute. 

The final decree of the Commerce Court vacated aid 
set aside the portion of the Commission’s order readi< 
as follows: 


“That the tracks and equipment with respect to t'« 
industry of the several proprietary companies are plat 
facilities, and that the service performed therewith f:' 
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respective proprietary lumber companies in moving 
to their respective mills and performed therewith in 
ing the products of the mills to the trunk lines is 
. service of transportation by a common carrier rail- 
but is a plant service by a plant facility; and that 
allowances or divisions out of the rate on account 
eof are unlawful and result in umdue and unreasonable 
erences are unjust discriminations, as found in the 
| reports: 
‘3. It is ordered, That the principal defendants [trunk 
es, naming them] be, and they are hereby, notified and 
equired to cease and desist, and for a period of two years 
hereafter, or until otherwise ordered, to abstain from 
iking any such allowances to any of the above-named 
arties to the record in respect of any such above-described 
service.” 
The question now before this court is the correctness 
this decree. 


A perusal of the findings and orders of the Commis- 
sion make it apparent that the grounds of decision upon 
which it proceeded were two—first, that these roads were 
mere plant facilities; second, that they were not common 
carriers as to proprietary traffic. The Commission held 
that before incorporation they were plant facilities and 
that after ineorporation they remained such. What the 
Commission means by plant facilities may be gathered 
from a consideration of some of its decisions. In General 
Electric Co. vs. N. Y. C. & H. R. R. R. Co., 14 I. C. C., 237, 
a network of interior switching tracks, constructed to 
meet the necessities of the business, were held to be mere 
plant facilities. The same principle was applied to the 
internal trackage of large industrial plants in Solvay 
Process Co. vs. Delaware, Lackawanna & Western R. R. 
Co., 14 I. C. C., 246. These systems of internal trackage 
were not common carriers, and, however extensive, were 
intended to and did furnish service for the plants which 
owned and operated them. But a common carrier per- 
forming service as such, regulated and operated under 
competent authority, as observed by Commissioner Prouty 
in Kaul Lumber Co. vs. Central of Georgia Rwy. Co. et al., 
20 I. GC. C., 450, 456, is no longer a mere appendage of 
a mill, “but a public institution.” It thus becomes appar- 
ent that the real question in these cases is the true 
character of the roads here involved. Are they plant 
facilities merely or common carriers with rights and ob- 
ligations as such? 

It is insisted that these roads are not carriers be- 
cause the most of their traffic is in their own logs and 
lumber and that only a small part of the traffic carried 
is the property of others. But this conclusion loses sight 
of the principle that the extent to which a railroad is in 
fact used, does not determine the fact whether it is or 
is not a common carrier. It is the right of the public 
to use the road’s facilities and to demand service of it 
rather than the extent of its business, which is the real 
criterion determinative of its character. This principle 
has been frequently recognized in the decision of the 
courts. We need not cite the many state cases in which 

has been so held, in view of the fact that the same 
principle was laid down in the late case of Union Lime 
Co. vs. Chicago & N. W. Ry. Co., 233 U. S., 211. In that 
case the Supreme Court of Wisconsin sustained the ex- 
tension of a spur track to reach the quarries and limekilns 
of a single company as a public use authorizing the exer- 
cise of the right of eminent domain, and this court affirmed 
the judgment. Dealing with the contention that the Wis- 
cousin statute was invalid because it authorized action 
appropriating property upon the exigency of a private 
business, this court said (p. 221): 


. 
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“A spur may, at the outset, lead only to a single in- 
dustry or establishment; it may be constructed to furnish 
an outlet for the products of a particular plant; its cost 
may be defrayed by those in special need of its service 
at the time. But, none the less, by virtue of the conditions 
under which it is provided, the spur may constitute at 
all times a part of the transportation facilities of the 
carrier which are operated under the obligations of public 
service and are subject to the regulation of public author- 
ity. As was said by this court in Hairston vs. Danville 
& Western Rwy. Co., supra [208 U. S., 598]: ‘The uses 
for which the track was desired are not the less public 
because the motive which dictated its location over this 
particular land was to reach a private industry, or be- 
cause the proprietors of that industry contributed in any 
way to the cost.’ There is a clear distinction between spurs 
which are owned and operated by a common carrier as a 
part of its system and under its public obligation and merely 
private sidings. See De Camp vs. Hibernia R. R. Co., 47 
N. J. Law, 43; Chicago, etc., R. R. Co. vs. Porter, 43 
Minn., 527; Ulmer vs. Lime Rock R. R. Co., 98 Me., 579; 
Railway Company vs. Petty, 57 Ark., 359: Dietrich vs. 
Murdock, 42 Mo., 279; Bedford Quarries R. R. Co. vs. 
Chicago, etc., R. R. Co., 175 Ind., 303.” 

The Commission has recognized this principle as ap- 
plicable to tap lines, for in The Central Yellow Pine 
Association vs. The Vicksburg, Shreveport & Pacific R. R. 
Co., 10 I. C. C., 193, 199, it said: 

“While these logging roads are almost or quite with- 
out exception mill propositions at the outset, built exclu- 
sively for the purpose of transporting logs to the mill, 
they soon reach a point where they engage in other busi- 
ness to a greater or less extent. As the length of the road 
increases, as the lumber is taken off and other operations 
obtain a foothold along the line, various commodities be- 
sides lumber are transported, and this business gradually 
develops until in several cases what was at first a logging 
road pure and simple has become a common carrier of 
miscellaneous freight and passengers. Almost all these 
lines, even where they are run as private enterprises, do 
more or less outside transportation, and it would be diffi- 
cult to draw any line of demarkation between the logging 
road as such and the logging road which has become a 
general carrier of freight.” 


This representation, it is contended by the attorney- 
general of Louisiana, who appears here in behalf of the 
Louisiana Railroad commission, is aptly descriptive of the 
growth and development of railroads in that state. 


Furthermore, these roads are common carriers when 
tried by the test of organization for that purpose under 
competent legislation of the state. They are so treated 
by the public authorities of the state, who insist in this 
case that they are such and submit in oral discussion 
and printed briefs cogent arguments to justify that con- 
clusion. They are engaged in carrying for hire the goods 
of those who see fit to employ them. They are authorized 
to exercise the right of eminent domain by the state of 
their incorporation. They were treated and dealt with 
as common carriers by connecting systems of other car- 
riers, a circumstance to be noticed in determining their 
true character. United States vs. Union Stock Yards & 
Transit Co., 226 U. S., 286. They are engaged in trans- 
portation as that term is defined in the Commerce Act 
and described in decisions of this court. Coe vs. Errol, 
116 U. S., 517; Covington Stock Yards Co. vs. Keith, 139 
U. S., 128; Southern Pa. Term. Co. vs. Interstate Com. 
Com., 219 U. S., 498; United States vs. Union Stock Yards 
and Transit Co., supra. 

Applying the principles which we have stated as de- 
terminative of the character of these roads and without 
repeating the facts concerning them, they would seem 
to fill all the requirements of common carriers so em- 
ployed, unless the grounds upon which they were deter- 
mined not to be such by the Commission are adequate 
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to that end. The Commission itself as to all shippers other 
than those controlled by the so-called proprietary com- 
panies, treated them as common carriers, for it has ordered 
the trunk lines to re-establish through routes and joint 
rates as to such traffic. But, says the government, and 
it insists that this fact alone might well control the 
decision, the roads are owned by the persons who also 
own the timber and mills which they principally serve. 

This fact is not shown to be inconsistent with the 
laws of the state in which they are organized and oper- 
ated. On the contrary, the public authorities of that state 
are here insisting that these companies are common Car- 
riers. Congress has not made it illegal for roads thus 
owned to operate in interstate commerce. While Con- 
gress in enacting the commodities clause amending sec- 
tion 1 of the Act to regulate commerce (34 Stat., 584) 
sought to divorce transportation from production and 
manufacture and to make transportation a business of 
and by itself unallied with manufacture and production 
in which a carrier was itself interested, the debates, 
which may be resorted to for the purpose of ascertaining 
the situation which prompted this legislation, show that 
the situation in some of the states as to the logging in- 
dustry and transportation was sharply brought to the 
attention of Congress and led to the exemption from the 
commodities clause of timber and the manufactured prod- 
ucts thereof, thus indicating the intention to permit rail- 
roads to haul such lumber and products, although it owned 
them itself. And that Congress had the constitutional 
power to enact such exemption was held in United States 
vs. Delaware & Hudson Co., 213 U. S., 366, 416-7. This 
declaration of public policy, which is now part of the 
Commerce Act, cannot be ignored in interpreting the 
power and authority of the Commission under the Act. 
The discussion resulting in the action of Congress shows 
that railroads built and owned by the same persons who 
own the timber were regarded as essential to the devel- 
opment of the timber regions in the Southwest, and the 
necessity of such roads was dwelt upon and set forth 
with ample illustration by Commissioner Prouty in his 
coneurring opinion in this case. 

As we have said, the Commission, by its order herein, 
required the trunk lines to re-establish through routes 
and joint rates as to property to be transported by others 
than the proprietary owners over the tap lines. This 
order would of itself create a discrimination against pro- 
prietary owners, for lumber products are carried from 
this territory upon blanket rates applicable to all within 
its limits. It follows that independent owners would get 
this blanket rate for the entire haul of their products, 
while proprietary owners would pay the same rate plus 
the cost of getting to the trunk line over the tap line. 
The Commission, by the effect of its order, recognizes 
that railroads organized and operated as these tap lines 
are, if owned by others than those who own the timber 
and mills, would be entitled to be treated as common 
carriers and to participate in joint rates with other car- 
riers. We think the Commission exceeded its authority 
when it condemned these roads as a mere attempt to 
evade the law and to secure rebates and preferences for 
themselves. 

It is doubtless true, as the Commission amply shows 
in its full report and supplemental report in these cases, 
that abuses exist in the conduct and practice of these lines 
and in their dealings with other carriers which have re- 
sulted in unfair advantages to the owners of some tap 
lines and to discriminations against the owners of others. 
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Because we reach the conclusion that the tap lines 
involved in these appeals are common carriers, as well of 
proprietary as non-proprietary traffic, and as such entitled 
to participate in joint rates with other common Carriers, 
that determination falls far short of deciding, indeed, 
does not at all decide, that the division of such joint 
rates may be made at the will of the carriers involved 
and without any power of the Commission to control. 
That body has the authority and it is its duty to reach 
all unlawful discriminatory practices resulting in favor. 
itism and unfair advantages to particular shippers or 
carriers. It is not only within its power, but the law 
makes it the duty, of the Commission to make orders 
which shall nullify such practices resulting in rebating 
or preferences, whatever form they take and in whatso- 
ever guise they may appear. If the divisions of joint 
rates are such as’ to amount to rebates or discriminations 
in favor of the owners of the tap lines because of their 
Gisproportionate amount in view of the service rendered, 
it is within the province of the Commission to reduce 
the amount so that a tap line shall receive just com- 
pensation only for what it actually does. 


For the reasons stated, we think the Commerce Cour ' 


did not err in reaching its conclusion and decision, and 
its judgment is affirmed. 


COMMISSION ANNOUNCEMENTS 





THE TRAFFIC SERVICE NEWS BUREAl 
Colorado Building, Washington, D. C 

The Commission announces that in the rebate cases 
against the Spokane International and its general freight 
agent (Martin) and against Austin Corbin 2d in the Dis- 
trict Court of Washington, the court assessed a fine of 
$5,000 against the corporation and $5,000 against Corbin, 
who procured the shipment of grain and wood from his 
ranch in Idaho to Spokane, on the ground that it was 
material for the use of the railroad company. 

The federal grand jury at Los Angeles has returned 
an indictment against the Southern Pacific, alleging that 
it has granted concessions to the Redlands Golden Orang: 
Association in connection with shipments of oranges from 
Redlands to various interstate destinations. The allega- 
tien is that the association leased a warehouse for which 
it paid $135 a month. The Southern Pacific paid part of 
the rent prior to Jan. 1, 1907. On that date the arrange 
ment was changed. On that day the Southern Pacific is 
accused of having rented the warehouse at $150 per month 
and sub-let it to the association at $83.35 a month. That 
arrangement continued, it is charged, to Nov. 1, 1912, 
and the concessions alleged amounted to nearly $5,(0(0 
On that day the Redlands Golden Orange Association was 
declared bankrupt and the Golden Banner Association was 
formed. That association now pays the full rental of 


$150 per month. 


CAR LOCATION BULLETIN. 

Car Location Bulletin No. 18, of the American Railway 
Association for May 1, 1914, giving a summary of the 
location of freight car equipment with surpluses and short- 
ages, shows: 310 roads reporting, as against 337, May 
1, 1913; total cars on line, 2,439,928, as against 2,397,754: 
deficiency, 1,270, as against an excess of 40,046, May 1, 
1913; surplus, 230,533, as against 53,977; shortage, 1,654. as 
against 14,178; cars in shop, 207,205, as against 155,157: 
per cent total cars on line, 99.95, as against 101.70; per 
cent total cars in shops, 8.49, as against 6.67. 
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CARMACK AMENDMENT 


Liability Under It Decided by Illinois Supreme 
Court—Not Dependent on Receipt 


An interesting opinion has been handed down by the 
inois Supreme Court sustaining the First District Ap- 
llate Court in its affirmation of the judgment of the 

Chicago Municipal Court in awarding a judgment of $4,500 
o the Gamble-Robinson Commission Co. in its suit against 
‘he Union Pacific Railroad Co. to recover damages claimed 
to have been sustained to fruit shipped in twenty cars 
rom Ogden, Utah, to points in Minnesota, South Dakota 
and Iowa, one car shipped from Ogden to Omaha and 
one from Riverdale, Utah, to Minneapolis. The suit was 
brought against defendant as initial carrier of an inter- 
state shipment, under what is known as the “Carmack 
Amendment to the Interstate Commerce Act.” The court 
says: 

“The fruit was loaded at the origin of the shipment 
by the Salt Lake Valley Packing Co. and consigned to 
plaintiff. The destination of each car at the time of the 
shipment was Omaha, Neb. Bills of lading were issued 
by defendant, signed by its agent and by the shipper. 
They contained directions and requirements to be per- 
formed by defendant as to icing each car. Plaintiff 
claimed, and offered proof to support the claim, that 
at or before the arrival of the cars at Omaha twenty-one 
cars were by oral agreement between plaintiff, whose 
office was in Minneapolis, Minn., and defendant, through 
its agent at Minneapolis, diverted to points in Minnesota, 
South Dakota and Iowa, through rates to apply. The 
fruit arrived in a damaged condition at the ultimate points 
of destination to which the cars were diverted, and the 
proof offered by plaintiff was as to the damaged condi- 
tion of the fruit at its final destination. The shipment 
from Omaha was over lines not belonging to defendant. 
David F. Gamble, vice-president of plaintiff, testified that 
he made the agreement for the diversion of each one of 
the cars, describing them by initials, numbers, etc., with 
D. M. Collins, defendant’s agent at Minneapolis, and that 
in each instance he delivered to said Collins the original 
bill of lading which he had received through the mail 
for each car about the third day after it was billed at 
Ogden. He gave defendant’s agent the routing for each 
car from Omaha to its final destination. Collins and his 
clerk denied any agreement was made with them for 
diversion of any of the cars except four. 


Lower Court Judgment Conclusive. 


“Plaintiff’s proof tended to show that the cars were 
unreasonably delayed in reaching their destination, and 
also that they had not been properly iced at the point 
of shipment and during transit. Upon the latter question 
the testimony was conflicting as to some, at least, of the 
cars. Plaintiff’s proof was that icing the cars at the 
starting point of the shipment was not omitted with the 
knowledge and by the consent of the shipper. As the 
Proof on the part of the plaintiff abundantly tended to 
support its claim that defendant agreed to the diversion 
of the ears at Omaha to their final destination, through 
freight rates to apply, and that the failure to properly 
ice the cars was the fault of defendant, the judgment 
of the Appellate Court is conclusive on both those ques- 
tions 

“No new bills of lading appear to have been issued 
When the diversion was agreed to between the parties, 
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but the cars were continued over lines not belonging to 
defendant, to their ultimate destination, by direction of 
defendant. If the shipment had originally been made 
from Ogden to the places to which the cars were diverted 
on their arrival at Omaha, the action for damages would 
lie, under the Carmack amendment, notwithstanding the 
defendant’s line did not extend beyond Omaha. That 
amendment to the interstate commerce act provides: 
‘That any common carrier, railroad or transportation com- 
pany receiving a property for transportation from a point 
in one state to a point in another state shall issue a 
receipt or bill of lading therefor, and shall be liable to 
the lawful holder thereof for any loss, damage or injury 
to such property caused by it, or by any common carrier, 
railroad or transportation company to which such property 
may be delivered or over whose line or lines such property 
may pass.’ The amendment further provides that no 
contract, receipt, rule or regulation shall exempt such 
common carrier from the liability imposed by the act. 
The common carrier issuing the bill of lading or receipt 
is given a right of action to recover from the railroad 
company on whose line the loss or damage shall have 
been sustained, the amount of such loss or damage it 
may be required to pay the owner of the property. That 
this act superseded all regulations and policies of the 
different states was held in Adams Express Co. vs. Cron- 
inger, 226 U. S., 491. In Galveston, Harrisburg & San 
Antonio Railway Co. vs. Wallace, 223 U. S., 481, it was 
held that under the Carmack amendment whenever a 
carrier accepts goods for shipment to a point on another 
line in another state it is conclusively treated as having 
made a through contract that it thereby elects to treat 
the connecting carrier as its agent and must be treated 
as though the point of destination was on its own line. 


No Question of Liability. 


“Under the above authorities there could be no ques- 
tion that if defendant had accepted and billed the fruit 
for shipment to its final destination it would have been 
liable for damages resulting from the negligence of any 
connecting carrier over whose line the fruit was shipped. 
Assuming, as we must under the proof, that defendant 
agreed to the diversion at Omaha and caused the ship- 
ment to be made from that point over the lines of other 
common carriers, is its liability to be limited to damages 
occurring on its own line? We are unable to distinguish 
between the liability of the defendant under the facts in 
this case from the liability that would have existed if the 
original contract of shipment had been from Ogden to 
the places of final destination. The only thing lacking, 
then, to bring the case squarely within the letter of the 
Carmack amendment is that defendant did not execute 
a written bill of lading or contract for the through ship 
ment. The amendment to the interstate commerce act 
referred to makes it the duty of a railroad company re- 
ceiving property for transportation from a point in one 
state to a point in another state to issue a receipt or 
bill of lading therefor. But the liability imposed by the 
act is not dependent upon the issue of such receipt or 
bill of lading. The liability is created by the railroad 
company receiving and agreeing to the shipment of the 
property. The receipt or bill of lading is evidence of the 
contract, but its issuance is not necessary to create the 
liability. It is expressly provided that no contract, re 
ceipt, rule or regulation shall exempt the railroad com- 
pany from the liability imposed. It seems obvious that 
the railroad company cannot be permitted to relieve itself 
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of liability by failing to perform its duty in the issuance 
of the bill of lading. The reshipping of the cars upon 
or immediately before their arrival at Omaha to the 
ultimate points of destination, and at the through freight 
rates from Ogden to such points, was a modification of 
the original contract of carriage, as evidenced by the 
original bills of lading. 
Liability Did Not Cease. 


“Under the decisions of the United States Supreme 
Court it seems clear defendant’s liability did not cease 
until delivery of the property at its final destination. If 
the defendant had not undertaken and agreed to continue 
the shipment from Omaha to the final destination its 
liability would have ceased when the property arrived at 
Omaha, and this is substantially what was held in Parker- 
Bell Lumber Co. vs. Great Northern Railway Co., 124 
Pac. Rep., 389. In that case there was a shipment of 
shingles over the Great Northern Railroad from Sisco, 
Wash., to Kankakee, Ill. A bill of lading was issued in 
which the railroad company agreed to safely carry and 
deliver the shingles to Kankakee, Ill. It made no further 
agreement or undertaking to deliver them anywhere else. 
Upon arrival of the shingles at Kankakee over the Chi- 
cago, Indiana & Southern Railroad, which was the final 
connecting road over which the shipment was made, at 
the request of the owner of the shingles the last-named 
railroad diverted them to Palisades Park, N. J., issued 
a new bill of lading and forwarded the shingles over a 
new line of connecting carriers. It was held the liability 
of the initial carrier ceased with the delivery of the 
shingles at Kankakee. We do not understand that deci- 
sion to be in conflict with the views we have expressed. 
In that case the initial carrier never, orally or by bill 
of lading, agreed to carry the shingles to any destination 
other than Kankakee. The contract to divert the ship- 
ment from Kankakee to Palisades Park appears to have 
been made by the owner of the property with the last 
connecting carrier in the shipment from Sisco to Kan- 
kakee. Clearly, that railroad company could not extend 
the liability of the initial carrier for a shipment beyond 
the destination to which the initial carrier accepted the 
shngles and agreed to safely carry the same.” 





SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

May 7, by twelfth supplemental order in I. and S. 
414, the Commission suspended from May 21 until Sep- 
tember 5 schedules in the following tariffs: 

Erie Railroad Co. (lines, Buffalo, Salamanca, N. Y., 
and east)—Sup. 10 to Erie R. R. I. C. C. No. 7584, Sup. 
1 to I. C. C. No. 11410, Sup. 2 to IL. C. C. No. 11410, Sup. 
11 to I. C. C. No. 10459, I. C. C. No. 11536, Sup. 2 to 
I. C. C. No. D-634. 

The Cincinnati, Hamilton & Dayton Railway Co.— 
Sup. 13 to I. C. C. No. 2701, Sup. 13 to I. C. C. No. 2810. 

The schedules provide for cancellation of joint freight 
rates on traffic destined to and originating at points lo- 
cated on the Moshassuck Valley Railroad, this resulting 
in an increase in rates. 

May 18, in I. and S. No. 370, the Commission further 
suspended from June 1 until December 1 a schedule in 
Sup. 15 to Grand Rapids & Indiana I. C. C. No. 999. The 
suspended schedule contains proposed increased rates on 
plaster from Grand Rapids, Mich., to Armsby, Ill. It was 
previously suspended from February 1 until June 1. 





May 18, in I. and §. 459, the Commission suspend: 
from May 25 until September 22 Sup. 1 to Toledo, + 
Louis & Western I. C. C. No. A-647. The suspended su 
plement provides for an increase in rates on iron ani 
steel articles from Kokomo, Ind., to Ohio River crossings 
on traffic destined to points beyond the Ohio River. Thie 
present rates are as follows: 
Rates in Cents per 100 Pounds 
From Kokomo, Ind., ; 


To Present. Proposed. Increase 
CRMCENMOEE Oh. cccscveccecies 9% 11 1% 
EN, WU. ict dad veto 914 14 4% 
Jeffersonville, Ind. .......... 914 11 1% 
New Albany, Ind........."... 91% 11 1% “ 





May 22, in I. and S. 460, the Commission suspended 
from May 25 until September 22 schedules in Sup. 16 
to Gomph’s I. C. C. No. 110. 


The schedules contain increased rates on agricultural I G 
implements from San Francisco, Stockton and otlier 
points in California to points in Oregon, Washington and sylve 
Idaho. cull 

As illustrative of the effect of the proposed increased La 
rates, the following comparison of the present and pro I 
posed rates from San Francisco and Stockton, Cal. to No 
Spokane, Wash., is cited: | 

Rates in Cents per 100 Pounds 1129 

Less Than Carloads "1 

From ° Pres. Prop. Adv. Pres. Prop. Adv L. E. 
San Francisco.......... 66 70 4 95 95 () R 
ee 66 77 11 95 99 { No. ¢ 

May 22, by Fourteenth Supplemental Order, in I. & T 
S. No. 414, the Commission suspended from May 27 ern F 
and later dates until September 5 schedules contained U 
in tariffs named in that order (industrial railways). No. § 

May 26, by first supplemental order in I. & S. No T 
444, the Commission suspended until September 29 pro A-272, 
visions in the following tariffs, which were to becomé MW 
effective, except as otherwise indicated, June 1: Lesser 

The Atchison, Topeka & Santa Fe Railway Co - 
Sup. 5 to I. C. C. No, 2140. a 

Boston & Albany R. R. (N. Y. C. & H. R. R. R . 
Lessee), effective July 1, 1914—I. C. C. No. 50. ™ 

Buffalo, Rochester & Pittsburgh Railway Co.—I. C. © ees 
No. 970. oie 

Central Railroad Co. of New Jersey—I. C, C. No. 918 mae 

Central Vermont Railway Co., effective July 1, 11! “— 
—I. C. C. No. 771. rer 

Chicago & Eastern Illinois Railroad, William J. Jack ~o 
son and Edwin W. Winter, receivers—I. C. C. No. | — 

Chicago, Indiana & Southern Railroad Co—I. CC. © ae 
No. 535. a 

Chicago, Peoria & St. Louis Railroad Co—I. C. © coal 
No, A-611. ainda 

Chicago, St. Paul, Minneapolis & Omaha Railwa) = 
Co—I. C. C. A-1223. 

The Cincinnati Northern Railroad Co.—Cin. 

R. R., I. C. C. No. 449, effective June 5, 1914. Th 

The Cleveland, Cincinnati, Chicago & St. Louis Fail — 
way Co—cC., C, C. & St. L. Ry. I. C. CGC. No. 36 goveuill 
effective June 5, 1914. pues al 

The Dayton & Union Railroad Co—D. & U. R. & of traf 
I. C. C. No. 272, effective June 5, 1914. Idaho 

The Delaware & Hudson Co.—I. C. C. No. 926. —_ al 

The Delaware, Lackawanna & Western Railroad 0° order o 


—I. C. C. No. 1047. 








ee 
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Dunkirk, Allegheny Valley & Pittsburgh R. R.— 
A., V. & P., I. C. C. No. 1086. 
Hrie Railroad Co.—Sup. 1 to I. C. C. No. 989. 


Grand Rapids & Indiana Railway—Effective June 
1914, I C. C. No. 489. 

The Lake Shore & Michigan Southern Railway Co.— 
S. & M. S., I. C. C. No. 3735, 
Greenwich & Johnsonville Railway 


Co—I. C. C. 


24 


Lehigh Valley Railroad—I. C. C. No. E-1836. 
Ligonier Valley Railroad Co.—lI. C. C. No. A 9. 
Michigan Central Railroad Co.—I. C. C. No. 3696. 
The New York Central & Hudson River Railroad 

o—I. C. C. No. 1494. 

The New York, New Haven & Hartford Railroad 

o., effective July 1, 1914—I. C. C. A-1278. 

New York, Ontario & Western Railway Co.—I. C. C. 

‘0. 108. 

New York, 

LQ Cia 
Pennsylvania Lines West of Pittsburgh; the Penn- 

syivania Co.; the Pittsburgh, Cincinnati, Chicago & St. 

Railway Co.; Pennsylvania Terminal Railway— 

I Cc. C. No. 3198. 

Pennsylvania 

1020. 

Philadelphia & 


Philadelphia & Norfolk Railroad Co.— 
518. 


Louls 
Lines, Vandalia Railroad Co.—lI. C. C. 
No 
Reading Railway Co—I. C. C. No. 
LLSY 

The Pittsburgh & Lake Erie Railroad Co.—P. & 
L. E., I. C. C. No. 1680. 
Rutland Railroad Co., 
665. 

Toledo & Ohio Central Railway, Zanesville & West- 
Railway—I. C. C. No. 864, effective Aug. 1, 1914. 
Union Pacific Railroad Co—U. P. R. R., I. C. C. 
3000. 
The 
A-272. 

West Shore Railroad (the 
essee)—I. C. C. No. 705. 

Each of the tariffs above designated contain a rule 
reading substantially as follows: 

“On and after June 1 (or later dates), 1914, trunks 
or cases constructed in the form of a trunk or _ other 
rigid containers, which are not square or rectangular, 
not be accepted for transportation in regular bag- 
service, except that such trunks, cases or other 
containers will be accepted for transportation, 
provided they have not to exceed two bulging sides, and 
the bulging sides are opposite to each other.” 

This rule has been suspended in so far as it pro- 
hibits the transportation of trunks or cases constructed 
in the form of a trunk or other rigid containers which 
are not square or rectangular, but not as to such con- 
having more than two bulging sides or with 
bulging sides which are not opposite to each other. 


effective July 1, 1914—I. C. C. 
No 


ern 


No 


Western Maryland Railway Co—I. C. C. No. 


N:. ¥. 6. & BR RR, 


will 
kaze 


rigid 


talners 


IDAHO ADOPTS OREGON RULES. 


The public utilities commission of Idaho has adopted 
rules provided by the railroad commission of Oregon 
£0verning accounting and apportionment of operating reve- 
hues and operating expenses and accounts of movements 
Ol traffie to apply to common carriers within the state of 
‘ho. The order is of considerable importance to all 

non carriers operating in the state. This is the first 
order of its kind issued in Idaho, 


TRAFFIC WORLD 



















1111 


INDUSTRIAL RAILWAYS CASE 





THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

Shippers along the Newburg & South Shore, an in- 
dustrial road in Cleveland, owned by the Carnegie Steel 
Co., among whieh is the American Steel & Wire Co., a 
subsidiary of the United States Steel Co., as is the Car- 
negie company the owner of the road, procured an 
order from Justice Anderson of the District of Columbia 
Supreme Court to show cause, on May 29, why the 
court should not issue a mandamus directing the Com- 
mission to issue an order in the Industrial Railways 


case. They filed an application for such a writ, telling 
the court that the trunk lines have canceled the through 
route and joint rate arrangements existing between 


themselves and the industrial road; 
such 


that by reason of 
cancelation they are without the benefit of joint 
rates, their only railroad connection being the indus- 
trial line, and, finally that unless the Commission per- 
forms its whole duty by issuing an order, there is no 
way of testing the lawfulness of its conclusion that 
the Newburg & South Shore is not a common carrier. 


The applicants other than the steel and wire com- 
pany are: W. H. Sneel Co., S. F. K. Street Barrell 
Co., Euclid Builders’ Supply Co., Lowery Bros., Marcel- 
line Feed & Coal Co., Cleveland (street) Railway Co., 
Gray Lumber Co., Farr Brick Co. and Great Lakes Tow- 
ing Co. 

A. F. Bishop, C. C. Rucker, Squire, Sanders & Demp- 
sey and W. L. Day, son of Assdciate Justice Day, who 
delivered the opinion in the tap-line case a few hours 
after the application for mandamus was filed, are attor- 
neys for the applicants. 


This is the first move on the part of those hurt by 
the industrial railway decision to get into court. Attor- 
neys for the tap lines persuaded the Commission to is- 
sue orders on which they could get into court. Thus 
far efforts to procure orders of that character in the 
industrial railways case have been futile. 


The application for the writ of mandamus was made 
before the decision in the tap-line case was: made. It 
was thought not improbable that the Commission would 
go into court and inform Justice Anderson that, in view 
of the tap-line decision, the Commission is considering 
what ought to be done in the industrial railways case, 
and therefore ask for a postponement—not because the 
Commission admits that a writ of mandamus would 


lie, but because the supposed grievance of the appli- 
cants will be disposed of through the action of the 
Commission by reason of the tap-line decision. 





ILLINOIS COMMISSION HEARINGS. 


Illinois Public Utilities Commission Tuesday 
heard the complaint of the Central Illinois Creamery 
Men’s Club, in which it was alleged that railroads 
serving down-state districts refused to furnish adequate 
refrigerator service. Evidence was presented to show 
that the railroads maintained through refrigerator serv- 
ice to New York, but not to the Chicago market. The 
Western Freight Traffic Association began presenting 
evidence in an endeavor to compel the Chicago & 
Northwestern Railroad to furnish cars for shipments 
at the team tracks at the Chicago North avenue freight 
station. 


The 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 





The Western Classification Committee, 

R. Cc. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 

The Western Classification Committee will on the dates and 
at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 52. Inter- 
ested persons desiring to appear and present arguments will be 
heard in the committee conference room, 1875 Transportation 
Building, Chicago. 





MONDAY JUNE 8, 1914. 
Docket No. 72, 10:00 a. m. 
(To amend Item 20, Page 88.) 


Boxes, Paper and Wood Combined, plush or velvet lined, in 
boxes, class Dl. Petitioner requests first class rating. 
(To amend Item 11, Page 89.) | 
Boxes, Fibreboard, Pulpboard or Strawboard, without wooden 
frames (Paper Boxes), Corrugated or Other than Corru- 
gated: : f ; 

S. U., outside measurements not exceeding one inch in depth 
or not exceeding fifteen united inches, length, width and 
depth added (see Note), not nested, in boxes or crates, 
L. C. L., first class; nested, in boxes or crates, L. C. L., 
first class. ‘ . 

U., outside measurement exceeding one inch in depth and 
exceeding fifteen united inches, length and width and depth 
added (see Note), not nested, in boxes or crates, L. C. L., 
three times first class; nested, in boxes or crates, L. C. L., 
class D1. - 7 

S. U., in boxes, bundles or crates, straight or mixed C. L., 

minimum weight 10,000 Ibs., subject to Rule 6B, secqnd 
class. : 
Petitioner requests the words “or not exceeding fifteen 
united inches” be changed to read: “Or not exceeding seven- 
teen united inches,” and the words, ‘‘and exceeding fifteen 
united inches” be changed to read, ‘‘and exceeding seventeen 
united inches.’’ 
(To amend Item 11, Page 89.) | 
Boxes, Fibreboard, Pulpboard or Strawboard, without wooden 
frames (Paper Boxes), Corrugated or Other Than Corru- 
gated: = 

U., outside measurement exceeding one inch in depth and 
exceeding fifteen united inches, length, width and depth 
added (see Note), not nested, in boxes or crates, L. C. L., 
three times first class; nested, in boxes or crates, L. C. L., 
class D1. . 

Petitioner requests following ratings: / 
Paper boxes, exceeding one inch in depth and exceeding 

twenty-two and one-half united inches, but not exceeding 

thirty united inches, L, C. L., class D1. , 
Paper boxes, exceeding one inch in depth and exceeding 

fifteen united inches, but not exceeding twenty-two and 

oné-half united inches, L. C. L., one and one-half times 
first class. 


(To cancel Item 12, Page 89.) 
Boxes, Fibreboard, Pulpboard or Strawboard, without wooden 
frames (Paper Boxes), Corrugated. 5, 

K. D., flat or folded flat, in boxes, bundles or crates, L. C. L., 
second class: in packages named, C. L., minimum weight 
24,000 Ibs., subject to Rule 6B, fourth class. 

Petitioner requests following ratings: 
L. C. L., third class: C. L., minimum weight 24,000 Ibs., sub- 
ject to Rule 6B, fifth class. 
(To amend Items 6, 7 and 8, Page 121.) 
Egg Case or Egg Carrier Fillers, fibreboard. paper, pulpboard, 
strawboard or wooden, K. D., or folded flat: 

Caton, in boxes, bundles or in egg cases completely filled, 
L. Cc. L., second class. 

Other than carton. in boxes, bundles or in egg cases com- 
pletely filled, L. C. L., third class. 

Petitioners request third class, L. C. L., rating. 


Docket No. 73, 11:00 a. m. 


(To amend Item 16, Page 143.) 
Kitchen Cabinets, wooden, “in crates or wrapped, L. C. L., 
first class. 
Petitioner requests second class, L. C. L.. rating. 
(To amend Item 13, Page 138 and Item 16, Page 143.) 
Kitchen Cabinets, iron or steel, taken apart in center, in crates 
or wrapped, L. C. L.. first class: C. L., minimum weight 
12.000 Ibs., subject to Rule 6B, third class. 
Petitioner requests following ratings: 
L. ¢c. L., third class; C. L., minimum weight 20,000 pounds, 
fifth class. 


Docket No. 74, 2:00 p. m. 


Signs and Show Cards, in C. lL. shipments of beer. Petitioner 
requests that Item 13 and Note 1, Page 59. Classification 
No 52, which do not specifically mention Signs and Show 
Cards, be amended by adding the words: “Signs and Show 
Cards, made of glass, paper or tin. subject to Note 1.” 

(To amend Item 3, Page 99.) . 

Carriers, Second-hand, Empty, Returned, Prepaid (subject to 
muse 3). Petitioner requests the word “prepaid’’ be elimi- 
nated. 

(To amend Item 4, Page 99.) 

Carriers, Second-hand, Empty. Returned, Prenaid (subject to 

Rule 25): Ale, Beer, Beer Tonic, Mineral Water and Porter 
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packages, at following estimated weights, one-half fourth 
class rates. Petitioner requests substitution of “fourth class 
rates’’ for “one-half fourth class rates.’’ 

(To amend Item 4, Page 99.) 

Carriers, Second-hand, Empty, Returned, Prepaid (subject to 
Rule 25), Ale, Beer, Beer Tonic, Mineral Water and Porte: 
packages, at following estimated weights, one-half fourth 
class rates. Petitioner requests that empty beer packages, 
returned, be plainly marked, showing names of shippers and 
consignees and destinations. 

(To amend Item 15, Page 99.) 

Bottle Boxes, fourth class. Petitioner requests one-half fourth 
class rating for Bottle Boxes, the same as “Bottles and 
Boxes with or without covers,” Item 4, Page 99. 

(To amend Item 2, Page 172:) 

Beer, Beer Tonic, Hop Tonic, Hop Tea Tonic, Weiss Beer and 
Domestic Ale, Porter and Stout, in bottles, packed at fol- 
lowing estimated weights. (Note—The ratings on Ale and 
Beer apply only on malt liquor.) It is proposed .that t! 
estimated weights for shipments in glass (pints and quarts), 
be eliminated and that actual weights be applied. 

(Items 1, 2 and 3, Page 172.) 

Beer and Ice, in mixed C. L. Petitioner requests the following 
provision be added: “On mixed shipments of Beer in Wood. 
in Glass and Ice in carloads, the carload rate and minimum 
carload weight on Beer shall be charged. Actual weight to 
be charged for if in excess of the specified minimum weight 
All other articles included in the shipment to be charged 
for at the L. C. L. class rate to which they belong.” 





TUESDAY, JUNE 9, 1914. 
Docket No. 75, 10:00 a. m. 


The following descriptions on Cylinders, submitted by the 
Committee on Uniform Classification, with ratings proposed by 
the Western Classification Committee, are docketed for con- 
sideration. 

(To cancel Items 8, Page 57; 18, Page 98; 7, Page 161.) 
Cylinders, Wrought Iron or Steel. welded or seamless, for com- 

pressed air or gases or liquids under pressure. 

Coppered or Nickeled, in barrels, boxes or crates, L. C. L 
third class; in packages or loose, C. L., minimum weight 
36,000 Ibs., class A. 

Other than Coppered or Nickeled, loose, L. C. L., third class 
in barrels, boxes or crates, L. C. L., third class; in pack- 
ages or loose, C. L., minimum weight 36,000 Ibs., class A 


Docket No. 76, 11:00 a. m. 


The following descriptions on Kegs or Pails, White Lead 
iron or steel, submitted by the Committee on Uniform Classifi- 
cation, with ratings proposed by the Western Classification 
Committee, are docketed for consideration. 

(Cancels Item 16, Page 162.) 
Carriers, Kegs or Pails. White Lead, iron or steel. 

Not nested, in barrels, boxes or crates, L. C. L., ———: in 
packages or loose, C. L., minimum weight 24,000 Ibs. (sub- 
ject to Rule 6B). 

Nested, in barrels, boxes or crates, L. C. IL, : in pack- 
ages or loose, C. L., minimum weight 30.000 Ibs., —— 

Nested and not nested. in packages or loose, mixed C. I. 
minimum weight 30,000 lbs., ———. 











Docket No. 77, 2:00 p. m. 

Rule 32, Section 3. on Page 12, reads: “The weight and charges 
on shipments in tank cars shall be based on the full gallon- 
age capacity of the tank. unless the weight carrying 
capacity of the car trucks is less, in which case the actual 
weight subject to the weight carrytng capacity of the car 
trucks as minimum will govern.’’ Pétitioner requests th¢ 
words, “less two (2) per cent” be added to Rule 32, Sec- 
tion 3. 

(To amend Item 11, Page 203.) 

Oils, Petroleum and Its Products. In Item 11. Page 203, and the 
continuation on page 204. estimated weights are provide 
for petroleum and its products in wooden containers. It is 
provided these estimated weights be eliminated. 

Docket No. 78, 4:00 p. m. 

The following descriptions on Disks, Tin. not otherwise 
yndexed by name, submitted by the Committee on Uniform 
Classification, with ratings proposed by the Western Classifica- 
tion Committee, are docketed for consideration. 

(Cancels Item 12; Page 259.) 

Disks, Tin, not otherwise indexed by name, in bags, L. Cc. L 
- in barrels or boxes. L. C. L.. —; in packiges 
named, C. L., minimum weight 36,000 Ibs., ———. 


WABASH REORGANIZATION HEARING. 


Charges and counter charges were passed back and 
forth during the hearing on the Wabash reorganization 
plans before the Missouri public service commission May 
22. At the hearing were members of the state commissions 
of Illinois, Ohio and Michigan. It was announced that 
the next hearing will be held before the Illinois commis- 
sion in Springfield, Ill, on June 3. Thereafter a joint 
hearing before the four state commissions will be held 
and then the Missouri commission will pass on the re- 
organization scheme. Chairman Atkinson of the Missouri 
commission received a telegram from Attorney-General 
Barker requesting that the reorganization plan be not 
approved until the Wabash committee sets aside $2,000,100 
for payment of unsecured claims. 
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THE TRAFFIC WORLD 


The Open Forum 


A Department for the Use of Patrons and Friends of THE TRAFFIC WORLD in the Discussion of 
the Topics Which Every Progressive Traffic Man, Whether Manager or 
Clerk, Has to Consider—Contributions Are Welcomed 


“Henn viner fir ein Blatt geschrieben hat, so wird er ein guter Freund des Blatter.” 


INCREASED RATES OR NEW CHARGES 


Editor THE TRAFFIC WORLD: 

Will the Interstate Commerce Commission deny the 
application of the Eastern Trunk Lines for a general 
increase in freight rates? The burden of proof has been 
on the railroads to establish that the proposed increased 
rates are just and reasonable; whether they have suc- 
ceeded in doing this is the question in doubt. 

Taking note of certain intimations which have been 
given out, the railroads have recently filed schedules 
fixing certain new charges which they desire to make 
against a certain class of shippers. These schedules 
also have been suspended by the Commission pending 
its investigation of the propriety of such charges. These 
two applications of the railroads—one for a general in- 
crease in rates, and one for new charges against a cer- 
tain class of shippers—are closely connected; so closely, 
in fact, that it is quite likely that if the first one is 
allowed, the second one will be withdrawn. 


It might seem that if the roads have established, 
as seems to be generally admitted, that their revenues 
from existing rates are insufficient and therefore unrea- 
sonable, they have established their right to the general 
increase which they have asked for, as the quickest and 
most direct way of remedying the injustice of the unrea- 
sonable rates now being enjoyed by the shippers. But 
it may be that the Commission will decide to the con- 
trary, on fhe ground that whatever the needs and rights 
of the railroads, they have failed to establish, technically, 
that the proposed increased rates are just and reason- 
able in themselves. In other words, proof that the rail- 
roads are entitled to greater return for services rendered 
by them in general, is not enough to establish that they 
are entitled to obtain such increased return in the pre- 
cise way in which they have applied for it. 


And here is where the second application comes in; 
if the roads have not succeeded in establishing their 
right to increased revenue under the first application, 
perhaps they can succeed under the second one. It fol- 
lows, of course, that if they fail to sustain the burden 
of proof on the second application, they must find a 
third theory of increased revenues, and file a third ap 
plication. And so, we have the spectacle of the shippers 
paying insufficient, and therefore unlawful, rates; and 
the railroads at the mercy of a law which requires them 
to seek and find a practicable plan, which will satisfy 
the law and the Interstate Commerce Commission as to 
just and reasonable, and as to non-discrimination between 
shippers and localities. In any general plan which might 
be proposed, there will always be some to object on the 
sround of unreasonable or discrimination. 

But if the relief prayed for in the first application 
s denied, what are the prospects for relief under the 
Second application? Evidently, the fact that the roads 


need end are therefore entitled to greater revenues, is 
no reason for granting the second application if it is 
held to be no reason for granting the first one. What 
must the roads prove, under the second application? 
They ask that they be permitted to impose certain charges 
against the relatively large shippers of freight along their 
lines—without regard to classifications of freight, but 
solely on the theory that the service performed in switch- 
ing cars to and from the plant of the shipper is a service 
in addition to the ordinary service of transportation, for 
which they are entitled to collect an extra charge. In 
other words, if “A” and “B” are shippers, at Scranton, 
Pa., an extra charge may be imposed upon “A” because, 
instead of taking his freight at the freight station main- 
tained by the railroad in the city as “B” does, he stops 
it a mile or two short of the city and permits the rail- 
road to run its cars into his plant on a track which he 
maintains for the purpose. But if the imposition of such 
a charge for such a service be not a discrimination against 
“A” and, under some circumstances, in favor of “B, 
which in itself would make the proposed charge unlaw- 
ful, still it would remain for the railroads to establish 
that the proposed charge in itself is just and reasonable. 
And how will the roads establish the justnesu and rea- 
sonableness of an extra charge for a service which for 
years they have performed as a part of the regular 
transportation service without an extra charge? What 
will be the just and reasonable amount of such extra 
charge? It seems to be clear that in the case of “A” 
and “B” an extra charge imposed upon “A” must bear 
some relation to the question of comparison between 
the service performed for “A” and that performed for “B.” 
Such an inquiry would involve many complicated consid- 
erations, and it is at least doubtful whether the railroads 
could establish any excess value of service rendered by 
them to “A” in such circumstances. Certainly, no rule 
could be found by which a general extra charge could 
be fixed for switching services in all cases; each case 
would need to be measured by itself; and. when and 
where would be the end—when and where would the 
roads secure the required increase in revenues under 
such a procedure? 

As between the two applications, it would seem that 
if the railroads are entitled to anything, a general in- 
crease in rates should be allowed as the only immediate 
and direct way of correcting the injustice of unreason- 
ably low rates now in force. The law gives a remedy 
to the individual shipper who may be unjustly affected 
by the increased rates. The question of switching charges, 
on the other hand, is not one dependent upon necessity 
for increased revenues, but one involving discrimination, 
either against those who do not employ such switching 
service or against those who do; it is involved with sev- 
eral other questions, such as terminal services, which 
must be taken up and settled as a part of the future 
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transportation policy of the country, after a compre- 
hensive and probably protracted investigation. 
P. Lewis Anderson. 
New York, May 23, 1914. 


AVERAGE AGREEMENT ABROGATION 


Editor Ture TRAFFIC WORLD: 

Referring to page 1021 of Tue Trarric WoriLp of 
May 16, an article about abrogation of the average agree- 
ment in connection with the car service rules: 

The statement submitted does not reflect the situa- 
tion at all, nor does it deal with car efficiency. It only 
goes to show that in some instances, perhaps, the revenue 
to the Association of Demurrage Officers is less under 
the average agreement than it was under the old arrange- 
ment, and that is what counts with them, as the asso- 
ciation has always been conducted more with the idea 
of how much revenue they can get than with the car 
efficiency thing in mind, and they cannot even get away 
from it in advancing an argument against the new scheme 
of things. Their whole impressions are based upon how 
much money they can get. 

If they want to make a correct statement of the 
situation, the thing to do is to show the average deten- 
tion of cars now as compared with corresponding periods 
when the old rules were in effect. That is the real test. 

The compiler of this statement seems to be much 
concerned because one is allowed some credits for what 
he contributes toward the car efficiency. 

Further, the Chicago Demurrage Association is in- 
cluded in the list and suppose all concerned know that 
the only parties for whom the Chicago Demurrage Bureau 
acts are the following: C. & O. of IL, C. I. & L., Chicago 
Short Line, C. T. H. & S. E., C. W. P. & S., and II. 
Northern, which represent a small fraction of 1 per cent 
of the total cars handled in Chicago. 

Do not see any railroads mentioned in the list and 
they are the people who are really concerned. 

Swift & Co., per F. H. F. 

Chicago, May 26, 1914. 


RAILROAD DID NOT PLEAD GUILTY 


ee 


Editor Tue Trarric WorLD: 


We had occasion some time ago to call your atten- 
tion to the fact that your paper reported the Grand 
Trunk Railway System as having pleaded guilty to two 
indictments for rebating in the cases of United States 
vs. Grand Trunk Railway Co. et al., heard at Danville, 
lil. As we wrote you, this statement was incorrect, as 
the Grand Trunk Railway Co. of Canada, the only com- 
pany of the Grand Trunk Railway System involved, 
had not pleaded guilty to either case, but nolo con- 
tendere. This was the second instance of such a state- 
ment, inadvertent as we know, but we are anxious 
to have- same corrected, as nolo contendere does not 
stand for guilty in any sense of the term, but is a plea 
meaning merely that “I do not care to contend,” fre- 
quently employed under many conditions other than 
any sense of guilt, such as favorable basis of com- 
promise compared to amount involved on risk of trial, 
absence of witnesses, or desire not to incur the dis- 
pleasure of the arm of the government instituting the 
prosecution by a long-drawn-out controversy. We regret 
to note that this same error was repeated in your issue 
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of May 23, 1914, at page 1069, under the heading “Coa! 
Discrimination Cases Ended,” in the last sentence 
that article. 
We are writing thus at length merely because Ac 
do not care to have this mistaken impression scatter: d 
broadcast, and should be glad to have your correcti 
upon this item at your early convenience. 
Kretzinger & Kretzinger. 1 
Chicago, May 26, 1914. 1 


TO AVOID CAR SHORTAGE 





In discussing the necessity for co-operation between 
carrier and shipper in avoiding a shortage of cars, W. k 
Scott, vice-president and general manager of the Southern 
Pacific, says: 

“Box cars should be conserved to the fullest extent 
for freight for which only such equipment can be us 
Flat, coal and stock cars should be utilized wherever 
possible to take the place of the box. Cars should be 
loaded as promptly as possible and to their full capacit 
Only so much of free time allowance as is absolute! 
necessary should be used. Immediate notice should | 
given the company by shippers when a car is loaded or 
released. Cars should never be used for storage whi! 
waiting for deliveries to complete carloads, and th: 
should be loaded and unloaded as promptly as possibi 

“Loading to full capacity is one of the most impor 
tant ways of avoiding a shortage, for in this way tlh: 
number of cars needed to handle the business can be 
materially reduced. Too much importance cannot be 
attached to the benefit derived from adding a ton or two 
of lading to each of the cars or the adding of a loaded 
car to a train. This is something the yardmaster, dis- tha 
patcher, trainman and engineman, who actually handle 
the business, should give their personal attention. 

“Shippers, when properly approached and told what nv! 
better car-loading means to them and means to the ra 
road, are quick to grasp the situation and help secur 
better results. Better loads means fewer cars to haul 
and handle through the terminals, and this results 
more expeditious movement. 

“The agent can help much. He is responsible for 
traffic as well as for operation, and, as he comes in 
personal contact with the shipper, he can do the most 
in educating the latter to the mutual advantages to b: 
derived from improving loading practices in these respects 

“The percentage of time cars are actually moving 
compared to the percentage of time they are held for 
loading and unloading, is small. By pointing out to t! 
shipper the advantages to be gained from prompt loa 
ing and unloading, quick releases and capacity loads, our 
men can do great work in helping the company increas 
the efficiency of its service and helping the shipper secu! 
the most expeditious movement.” 


GIVES COMMISSION JURISDICTION. ri¢ 


General jurisdiction over railroad operation, so | me 
as safety is concerned, would be lodged with the Int: e 
state Commerce Commission under a bill approv: e 
Wednesday by a House subcommittee and introduc: 
by Representative Stephens of New Hampshire. Aut 
matic train stops, block signals and steel cars, w'!! ri 
certain exceptions, would be required within ten yea! 794 
Broad discretionary powers would be conferred on t! 
Commission. 
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FREIGHT CLAIM ASSOCIATION 


\ction Taken at Annual Meeting at Galveston 
—Address of President Perry 


President G. W. Perry of the Freight Claim Associa- 
making his annual address to the meeting of 
it body which closed at Galveston, Tex., May 15, said: 
“Your Conference Committee has been very active 
behalf since our meeting at Bluff Point. The 
indard forms for the presentation of freight claims 
ive received the indorsement of the Interstate Com- 
rece Commission, National Industrial Traffic League and 
National Association of Railway Commissioners. 
forms, outlining as they do, the information re- 
iired to substantiate claims, I suggest that, as an asso- 
well as individually, we urge the use of these 
shippers. 
Conference Committee, by the request of the 
Interstate Commerce Commission, assisted in preparing 
form of statistics to be required of the carriers, which 
embodied in Special Circular, Series No. 17, effective 
Jan. 1, 1914. While these statistics are expensive to 
compile, as they are largely in addition to other statistics 
kept by each carrier to conform to their own particular 
requirements, the foundation has been laid for a uniform 
ind seientific analysis of causes for delayed settlements, 
well as by causes and commoditie, entering into the 
great waste of money caused by loss and damage claims. 
“It remains for the Commission to decide whether 
the figures so obtained will be used to improve the claim 
A glance through an ordinary claim will reveal 
papers contribute nothing 
the subject matter, but rather tend to general con- 
salient features being often overlooked by 
investigators. This condition, in my opinion, is largely 
caused from the use of printed investigation forms. We 
are trying to obtain information by machinery rather 
ian by the human element, and the use of such forms 
not only tends to discourage initiative, but they do not 
ommand the respect and attention of the addressee as 
a written letter would. I do not believe results are ob- 
tained more promptly by using printed question 
forms. If they why not have a printed form of 
which could be arranged with the same ease 
is the questions asked? 
“A conservative estimate of the number of interline 
damage claims during the past year is one 
Of that vast number, only 658 have been placed 
n arbitration, and only 156 have reached our Appeal 
Committee. While this is an increase over the previous 
ear, it is not out of proportion to the increase in claims. 
These figures, however, suggest the question of the ad- 
sability of another arbitration committee. 
“That our constitution, rules and rulings have enabled 
to adjust all but a fraction of these claims without 
and that such a small number contained ele- 
ents on which the carriers are unable to agree, speaks 
the case of all litigation 
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Prevention of Claims. 


The Loss and Damage Committee of the General 
lanagers’ Association of the Southeast, in file 243, Docket 
%, of March 25, 1914, is of the opinion that instead of 
eating any new association, the logical thing to do 
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for the managerial officials of railroads in 
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to express to their freight claim departments a desire 
for the Freight Claim Association to amend its constitu- 
tion and turn its attention actively to the prevention of 
claims, and resolved: 


“That the Freight Claim Association be requested to en- 
large its scope of activity to include the study of claim causes, 
the development of suggestions for standard praetices for 
the proper handling of interline freight, and to consider the 
application of remedies to prevent losses, damages, delays, 
et cetera; that to such end, they be further requested to organ- 
ize a committee or committees for the special purpose of 
studying the prevention of claims and to suggest standard 
practices for the receiving, packing, marking, loading, billing, 
transferring and delivery of interline freight.’’ 


is now before the 
Association of Chicago. We need 
show the high regard in which this 
association is held. We must justify this confidence. We 
cannot stand still; we must go forward or backward. 
You will consider legislation to enlarge the scope of this 
association to include causes and remedies. Now is our 
opportunity to meet fairly and squarely these new con- 
ditions, and prove that this association is as efficient in 
the field of prevention and remedies as we have been 
successful in handling claim settlements. We have behind 
us the power of the government in prosecuting those guilty 
of presenting fraudulent claims, as is evidenced by con- 
victions during the past year and cases now pending.” 

The Committee on Constitution and By-laws, in its 
report, recommended that the scope of the work of the 
association be enlarged so as to include the study of 
causes and prevention of freight claims. That recom- 
mendation was adopted and the work will be undertaken 
by a new standing committee, to be known as the “‘Com- 
mittee on Cause and Prevention.” 


“The adoption of this resolution 
General Managers’ 
nothing more to 


Decisions of Appeals. 


There was adopted, also, the recommendation of the 
Committee on Constitution and By-Laws that that portion 
of the constitution providing for the publication of the 
decisions of the Appeal Committee be so amended as to 
require the publication by the secretary only of such 
cases as may be designated by the chairman of the Ap- 
peal Committee. This will avoid the expense and labor 
incident to the publishing of cases which are analogous 
and which cover points which have already been decided 
and published a number of times and will make the work 
more effective. 

It was provided that the decisions of the Appeal Com- 
mittee shall .be binding upon the members of the asso- 
ciation, as well as upon the Arbitration Committee. 

The report of the Conference Committee was pre- 
sented by Chairman Stanley and accepted. It showed 
that since the 1913 annual session a number of important 
matters under consideration with the representatives of 
the Interstate Commerce Commission had been brought 
to a conclusion. 

The standard forms for presentation of claims, pre- 
pared during the previous year in connection with the 
representatives of the Interstate Commerce Commission, 
National Industrial Traffic League and kindred organiza- 
tions, were reported as having been very generally 
adopted throughout the country by carriers and claimants 
alike. 

Methods and Topics Matters. 

Various suggestions and recommendations carried in 
the report of the Committee on Methods and Topics were 
considered, some being referred to the new Committee 
on Cause and Prevention and others being referred to 
the new Committee on Cause and Prevention and others 
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the appropriate incoming committees or received as in-" 


formation. The subjects dealt with were as follows: 

“Stamping Less Carload Package Freight;” “Cancel- 
lation of Internal Revenue Tax;” “Forms Used in Han- 
dling Overcharge Claims;” Overcharge Distribution State- 
ment”—form proposed by western lines; “Marking Freight 
with Shipper’s Name and Address;” “Method of Request- 
ing Disposition of Freight;” “Showing Weight on Ship- 
ping Orders;” “Concealed Loss and Damage;” “Section 
3, Uniform Bill of Lading;” “Showing Causes and Com- 
modities on Loss and Damage Distribution Statements;”’ 
“Securing Information From Other than Freight Claim 
Officials;” “End Doors;” “Use of Stamp for Showing 
Transfer Exceptions;” “Uniform Practice to Be Observed 
for Returning Claim Papers to Official of Paying Carrier;” 
“Prevention of Loss and Damage Claims;” “Receiving, 
Billing, Loading, Handling and Delivering Freight;” 
“Astary Freight;”’ “Defective Equipment;” “Disposition 
of Refused and Unclaimed Freight;” “Locating Individual 
Responsibility;” “Standard Over, Short, Damage, and O. K. 
Forms;” “Study of Claim Conditions.” 


CONSULAR TRADE REPORTS 


Japanese Freight Differentials on Flour. 


There is deep interest in the freight and flour trade 
in Hongkong in the revelation that the differential freight 
rates between the Pacific coast of the United States and 
Hongkong and Japan, respectively, when taken in con- 
nection with freight rates in Japanese steamers to other 
points in the Far East and to the East Indies, have 
enabled Japanese flour importers to undersell other im- 
porters of the Far East. This is apparent to such an 
extent that a large share of the trade heretofore belong- 
ing to Hongkong and Shanghai and other ports has gone 
to Japan, while the coasting vessels and local shipping 
companies interested in the business of distributing the 
immense importations into Hongkong to smaller ports in 
South China, Indo-China, and the East Indies have been 
crippled materially by the business taken away from 
them by Japanese competitors. The situation has been 
complicated to some extent and has been partly caused 
by a recent drop in freight rates of from $5 gold to $4 
gold per short ton from the Pacific coast to Hongkong 
and from $4 to $3 gold per ton from the Pacific coast to 
Japanese ports. 

By the rates agreed upon by the Conference lines of 
steamers operating between the Pacific coast and Japan 
and Hongkong the present rates obtaining on flour are 
$4 to Hongkong and $3 to Japan, the difference in the 
rates to the two fields therefore being $1 gold. The pres- 
ent coal rate (the basic rate in the Japan-China trade) 
irom Japan to Hongkong is $1.40 silver, or about 65.8 
cents gold per long ton, this rate including discharging, 
while the rate on flour does not. It cost 45 cents local 
currency, or about 21.15 cents gold, to discharge a ton of 
this class of cargo, so that the ship earns 95 cents local cur- 
rency, or 45.65 cents gold per ton on cargo from Japan 
to Hongkong. The difference of $1 gold between the 
Conference trans-Pacific rates to Japan and to Hongkong. 
respectively, equals $2.12 local currency. 

While the secret rate on flour from Japan to Hong- 
kong presumably is somewhat higher than the rate on 
coal, it is evident that on the same price of flour in the 
United States, and by utilizing their cheap freights from 
Japan to Hongkong and other points, the Japanese mid- 
dlemen have a balance of something like $1.17 local cur- 
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rency, or about 55 cents gold per ton in their favor. It 
pays them, therefore, to tranship in Japan and reship the 
flour to China and other ports. By this means they have 
been able to so undersell Hongkong and other Chinese 
middlemen on the same brands of American flour in some 
cases and upon other flours in other cases that much 
of the trade of North China is now being done through 
Japan, while recently Hongkong middlemen have been 
undersold in Rangoon on American flour shipped via Japan 
instead of in the usual large cargoes to Hongkong. 


Barranquilla, Colombia. 


A new steamship line running between European ports 
and the Panama Canal (Royal Dutch West India Mail) 
has established an agency here, and its steamers call 
at Puerto Colombia each way every three weeks. Daily 
steamboat service in connection with the Santa Marta 
Railway at Cienega has been established at Santa Marta. 
A boat of one of the steamboat ilmes leaves Barranquilla 
for up-river points almost daily, although passengers 
bound for Bogota or far interior points usually wait for 
the mail (express) boat leaving here every Friday even- 
ing. Among the new steamboats added to the Magdalena 
River fleet are: One of 400 tons for the Perez Rosa Co.; 
a new government boat of about 250 tons for transport 
service; two for the Antioquia Co.; one of 160 tons for 
the upper and one of 260 tons for the lower river service: 
one of 260 tons for Palacio and Aparicio for the lower 
river, besides a number of additions to the Mosquito fleet. 

While the river routes have been undergoing improve- 
ment, there has been considerable extension of the wagon 
roads into the country. Important among these has been 
the extension of a road to Usiacuri, a watering place 30 
miles away. The petroleum interests are undertaking 
considerable road work and soon there will be a good 
road for automobiles from Puerto Colombia to Galera 
Zampa, 50 miles down the coast toward Cartagena. This 
will be connected with the road at Usiacuri, and thus 
give the automobilists of Barranquilla 70 miles of good 
country roads. 


Harbor Improvements in the Netherlands. 


No new harbor improvements were inaugurated during 
1913, but great progress was made with the work, under- 
taken within the last few years, of excavating the new 
harbors, Waalhaven, Yselhaven, Lekhaven, Koushaven, 
and Keilehaven. Most of the work has been centered 
upon the Waalhaven, which will be the largest of the five 
harbors, and which, when completed, will have a deep- 
water surface of 766 acres. During 1913, 3,000,000 cubic 
meters of earth were removed for this harbor, besides 
which considerable work was done upon new quay walls. 
Approximately $1,200,000 was expended in 1913 on the 
construction of the various new harbors. 

It is the intention of the harbor authorities to keep 
thoroughly abreast of the times and not allow Rotterdam 
to drop from its high rank as one of the leading seaports 
of the world, and with this purpose in view the question 
of deepening and broadening the New Waterway from 
Rotterdam to the North Sea is being strongly agitated. 

By Consul Edwin L. Neville, Antung, China. 

Referring to my trade review in Daily Consular and 
Trade Reports for April 23, 1914, and to previous reports 
relating to through traffic agreements between the rail- 
ways of Chosen and the South Manchuria Railway, the 
proposed reduction of rates between Antung and poinis 
in the interior of Manchuria on the lines of the Sou! 
Manchuria Railway has awakened so much opposition i1 
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Dairen (Dalny) that the company was compelled to sus- 
pend the application of the new tariff. 

In place of reducing the freight rates on the Antung- 
\Viukden line, the South Manchuria Railway now pro- 
noses, it is stated, to recast the whole of its freight 
chedules. This new arrangement is understood to be 
in the nature of a general reduction in rates on all lines, 
and is to be effective from May 1, 1914. The feeling 
imong business men appears to be that a reduction of 
rates on the Antung-Mukden line, coupled with the one- 
third reduction in duty already enjoyed by shipments 
through Antung via Chosen would materially injure the 
development of Dairen as a commercial center. 


Transportation in Chubut, Argentine. 


The Ferrocarril Sud (Southern Railway) has con- 
tinued its line from Neuquen as far as Zapala, to which 
point trains are now run, and expects within a short time 
to continue the line to the Chilean border. There is a 
semiweekly automobile service along the River Limay to 
Nahuel-Huapi and the Chilean lakes, as well as navigation 
by river steamers of small draft along the same stream 
during at least a portion of the year. The Government is 
also planning soon to open and operate new automobile 
services, particularly for mails and passengers, in other 
parts of the Chubut. 

In respect to the introduction and sale of American 
goods in these territories, there is at present a large 
demand for many articles, particularly machinery, and 
indeed for all manufactured articles except clothing. As 
mentioned, the much higher price of American clothing 
is not offset by the preference of much of the population 
for American garments and the better material and fit of 
these as compared with English and other imports of this 
nature. The chief distributing center for nearly all this 
territory is Trelew, the capital of the Chubut, and in 
almost all cases goods are purchased in, or at least tran- 
shipped at Buenos Aires or Bahia Blanca. 


Reclamation and Harbor Work at Hongkong 


The reclamation of a large amount of marine land 
and the ultimate deepening of a considerable portion of 
the harbor of Hongkong so as to accommodate the largest 
size vessels, which have used it with difficulty at times, 
are in process of final arrangement in the colony. 

The reclamation scheme involves filling in that area 
of Hongkong Harbor inclosed within a line drawn from 
East Point, a well-known promontory extending from the 
east side of the island of Hongkong into the harbor at a 
point some distance within the principal entrance known 
as “Ly-ee-mun,” to a point opposite Arsenal street, about 
one mile distant to the north and toward the principal 
portions of the city of Victoria. The area reclaimed will 
average about a fourth of a mile in width. The earth and 
material for filling will come largely from the leveling 
of Morrison Hill and East Point Hill, the former an eleva- 
tion of about 190 feet in height and about 900 feet long 
and 450 feet wide on an average and the latter a similar 
elevation somewhat smaller. The water in the marine area 
to be reclaimed ranges as deep as two fathoms in places, 
but usually runs from a maximum of 1% fathoms to the 
shore, 

New Canadian Railway Lines. 


The Pacific, Peace River & Athabasca Railway, re- 
cently chartered by the Dominion Government, is capital- 
ized at $15,000,000, with a bonding privilege of $50,000 per 
mile. Its proposed route is from the mouth of the Naas 
River on the Pacific coast through British Columbia, Al- 
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berta, and Saskatchewan east to Prince Albert, farthest 
north of any east and west lines. Its primary object is 
to develop coal fields in the Groundhog district, and it is 
reported that construction of 200 miles will be started 
this season. 

Charter is sought for a company to build a railway 
from the Groundhog coal district via Kitsum Kalum [ake. 

The Atlin Railway Co., capital $1,000,000, headquarters 
Vancouver, has been incorporated to build a 90-mile line 
from Atlin to Taku Inlet for transporting low-grade ore. 

The Government has extended for one year the time 
for starting work on the Calgary-Fernie Railway; the five 
parties of engineers are reported as having completed 
survey of 350 of the 900 miles. The English syndicate 
backing it is said to have $10,000,000 available for con- 
struction work, developing Elk River coal field and other 
mining and power projects. 

Canadian Canal Traffic. 

Of the freight tonnage carried through the Canadian 
canals during the fiscal year ended June 30, 1913, 21.3 per 
cent was Canadian as compared with 19.7 per cent in 1912; 
78.7 per cent American as compared with 80.3 per cent. 
The traffic on the different canals for the season 1913 
is shown in the following table: 

Inc. over Dec. over 


Canals. 1913, tons. 1912, tons. 1912, tons. 
Bawit Bite. Marie. .6 onc cies scaee 42,022,609 2,920,815 eae 
NE Sein gud. a'clc ke Gadus 9 a0 3,645,984 726,973 
| BNO oo! 60 oko bins Kd 4,275,863 SRN. 6 hie 
CD A aH ee 5 bit wo ub edlnp Ol BOGE’ able ones 62,813 
CON 8 eG ado, be cath vecephus SOE Ake eee 26,912 
SEE: 8.a% Esta pS be 0h anes eed S 171,223 33.006... =: de eikek 
a DC Saucas 0b Gas bra xae te eee oe eeees 1,699 
TNS 6 ce baths + RaSh Hee Ran oe 180,576 ye ree 
pi Parr eae a Wee 42° dakaces 21,384 
Bt, BROS 5 oti Sistas 81,295 RGgpese  O) eee 

51,319,426 


The total cost of the Canadian canal system up to 
March 31, 1913, was $104,122,277, of which $29,250,951 was 
on the Welland Canal, $7,242,804 on the Cornwall Canal, 
and $13,404,970 on the Lachine Canal. 





CALIFORNIA DECISIONS. 

The Railroad Commission of California has arranged 
with the transportation companies to reduce the rate of 
watermelon shipments in carloads, which has hereto- 
fore been in excess of the tariff on fruit. The new tar- 
iffs will provide that in no case will the rate on vege- 
tables be in excess of the rate on fruit. The former 
rate of $2.15 per ton on watermelons in carloads has 
been cut to $1.85 per ton. The commission has also 
rendered a decision denying the application of the Pa- 
cific Freight Tariff Bureau to increase the present 
minimum charge of 25 cents for less than car- 
load shipments. The various ‘carriers had applied to 
the commission for an order authorizing them to charge 
a class rate at which the commodity moved on a 100- 
pound basis. This would have permitted an increase 
upon every freight package shipment moving between 
all points in the state, the minimum rate being the 100- 
pound class rate. 


PENNSYLVANIA VALUATION WORK. 

To co-operate with the Interstate Commerce Commis- 
sion in the big task of railroad valuation, the Pennsyl- 
vania Railroad has established separate offices in Phila- 
delphia for a department created to handle this work 
and which is in charge of Cecil A. Preston, valuation 
engineer. At present the work is of a preliminary nature, 
and is being done to facilitate the actual work of valua- 
tion of the big system which will be started later. 
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NEW HAVEN INQUIRY 





Taking of Testimony Postponed until Next 
Week—Other Inquiries Planned 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The New Haven inquiry, scheduled to result last Tues- 
day, has been postponed until June 3. Lewis Cass Led- 
yard, one of the directors, was present on Tuesday, in- 
sisting upon being heard. He had written a letter to the 
Commission to that effect and was clamoring to be heard 
because, as he said, he knew as much about the doings 
of the New Haven as Mr. Mellen and he knew some of 
the assertions of Mr. Mellen to be not true. 

“I want to make.a statement not under oath,” said 
Mr. Ledyard. “I am willing to waive immunity, although 
I resent the suggestion that it is at all necessary to 
suggest that anything has been done making it desirable 
for me to seek immunity or avail myself of the guarantees 
for the benefit of a man who has done wrong, but is in 
a position where the wrong cannot be proved. 

But the Commission would not hear Mr. Ledyard at 
that time. It was agreed that he should be allowed to 
make his statement some other time. He was particularly 
anxious to be heard because, as he said, he had heard 
tnat there is an impression that the Senate’s resolution 
would be met if the Commission reported what Mr. Mel- 
len had testified. 

The most astonishing thing, however, came when an 
offer was made to the Commission to allow its examiners 
to go over the books of J. P. Morgan & Co. to get the 
facts with regard to the deals mentioned by Mr. Mellen. 
That was bringing to the front more than the Commission 
had hoped to obtain. 

The subpeena, formerly issued to Ledyard, was with- 
drawn, so that after he has made his statement there 
cannot possibly be any claim that he was forced to testify. 

The withdrawal of the subpeena caused the report 
that Attorney-General McReynolds had won in his argu- 
ment with the Commission as to the advisability of calling 
the directors of the New Haven to testify in answer to 
subpeenas from the Commission, thereby acquiring im- 
munity as to all the transactions in which they partici- 
pated. 

As a coréMary to that report was another, that Presi- 
dent Wilson had indicated the witnesses to be examined 
by the Commission and the questions to be asked them. 
The inference from that report was that the President 
had received a plan from the attorney-general to be fol- 
lowed by the Commission. 

No White House Orders. 

Secretary M:Ginty, by way of answer to that sugges- 
tion that the Commission is receiving orders from the 
White House, stated that he had asked Commissioner 
McChord, who is handling the inquiry, as to the accuracy 
of the report. Mr. McChord said that the Commission 
had not received, either directly or indirectly, any sug- 
gestions from the White House on any phase of the matter. 

The probability is that if there is not a further post- 
ponement on June 3, Ledyard will assume the aggressive 
on behalf of the New Haven directors, in view of what 
they believe is the determination on the part of some 
senators and some others to play politics in this matter. 

J. P. Morgan characterizes as untrue the testimony 
of Charles S. Mellen that J. Pierpont Morgan concealed 
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from Mr. Mellen facts regarding the New Haven roai 
which Mr. Mellen should have known. 

Mr. Morgan offered to produce before any prope: 
tribunal at any time the records of J. P. Morgan & Co 
and the personal records of his father. 

Taking full responsibility upon himself for the chang: 
in the road’s presidency by which Mr. Mellen resigned 
and gave way.to another, Mr. Morgan said it was untru: 
that his father in any sense took from Mr. Mellen th: 
management of the road or any part of its affairs. 


Inquiry Into B & O. Deal. 


An inquiry into the transaction by which the Balti 
more & Ohio Railroad took over the Cincinnati, Hamilton 
& Dayton line in 1909, may be made by the Interstate 
Commerce Commission following charges made by Re)- 
resentative Fowler of Illinois that the transaction seri 
ously impaired the financial strength of the Baltimore & 
Ohio. The inquiry, it is understood, will form a part of 
the Commerce Commission’s investigation into _railroad 
conditions in the 5 per cent rate increase. 

Early in April Representative Fowler filed with the 
Commerce Commission a letter setting forth financial 
phases of the transactions by which the Baltimore & Ohio 
absorbed the C., H. & D. Mr. Fowler holds that the 
B. & O. became liable for $100,000,600, and that this is 
one of the reasons why the B. & O. needs more mone) 
to meet its expenses. 

“I understand,” said Mr. Fowler, “that the question 
of the business relations between the B. & O. the C., H 
& D. and the Pere Marquette, through the Morgan firm, 
will be taken up in the near future by the Interstate Com 
merce Commission, and it will reveal, in my opinion, con 
ditions much like those which have been disclosed }b) 
the recent evidence of Mr. Mellen and others in the New 
Haven inquiry before the Commission.” 


Wilson Not Opposing. 


Emphatic denial was given at the White House, ac- 
cording to dispatches, to the report that President Wilson 
is opposing or will oppose further investigations of rail 
roads by the Commission, which expects to begin soon an 
inquiry into the affairs of the Rock Island and Pere Mar- 
quette roads. It developed that these investigations have 
been erdered by the Commission in response to a resolu- 
tion passed by the House committee on interstate and 
foreign commerce April 24, in which the committee 
referred to the Commission the resolutions of Rep- 
resentatives Green of Iowa and Crampton of Michigan 
with the request that the Commission conduct a special 
investigation of the roads “at once,” under the power 
eonferred upon it, in the matter of the physical valuation 
of railroads. Chief Counsel Joseph W. Folk of the Com 
mission said that although these resolutions had not 
passed either house of Congress, the action of the House 
committee was deemed sufficient by the Commission (to 
warrant the investigation. 

Whether the Commission intends to investigate tlie 
New York Central and Baltimore & Ohio roads, Solicitor 
Folk refused to say. 


Baker Examined. 


George F. Baker, one of the chief powers in W. 
street affairs, underwent an examination Wednesday 
New York by Solicitor Joseph W. Folk, preliminary 
appearing on the witness stand in Washington. Willia 
Skinner also was examined. 

Although Mr. Folk would not discuss the testimo! 
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was understood that Messrs. Baker and Skinner cor- 
porated the story told by Charles S. Mellen. 


Mr. Folk arranged with Francis Lynde Stetson, rep- 
senting J. P. Morgan & Co., for an exhaustive exami- 
tion of the books, accounts and memoranda of the 
inking firm relative to the New Haven. 


The money used in 1910 to buy a controlling inter- 

est in the Metropolitan Steamship Co. and to remove 

e company as a competitor of the New Haven Rail- 

ad in the passenger traffic to Boston by sending the 

teamships Yale and Harvard to the Pacific Coast came 
from the Billard company. 


This fact became known Wednesday in New York 
it the hearings before Special Master Nicholas W. Bind- 
seil of New Jersey, who was taking testimony in behalf 
of Miss Jennie R. Morse in her suit for the appoint- 
ment of a receiver for the Metropolitan, and for an 
accounting from the persons responsible for wrecking 
the line. 

Mellen Good Stuff. 


When the New Haven hearing is resumed Tuesday 
the irreverent have been saying that the real question 
may be as to whether Mellen is through with Folk. That 
comes from the bantering that took place between witness 
and counsel on May 21, the last day Mellen was on the 
stand. 

From a newspaper point of view, Mellen was “good 
stuff’ all the time he was on the stand. What the quality 
was as to the point of view of the man who is trying 
to find some way for punishing those who are assumed 
to have looted the New Haven is another matter. 

Without doubt Mellen has taken a complete immunity 
bath. Whether he has revealed enough about the doings of 
his associates to enable anybody to found any prosecutions 
upon is not yet apparent. Attorney-General McReynolds’ 
assistants who had charge of the prosecution of Mellen 
on the indictment accusing him of conspiring to restrain 
trade by keeping the Grand Trunk out of Boston, are 
proceeding on the assumption that that prosecution has 
been rendered impossible because they have intimated 
that they are carefully examining his testimony to see 
whether a prosecution on a charge of perjury is possible. 
They intimate that there is radical disagreement between 
the story told on the witness stand and the real story 
that they were able to dig out, not from Mellen, but from 
other witnesses. 


Incidentally, it may be stated that ninety-nine per 
cent of the time Mellen was testifying as to his recol- 
lection of things that took place three, four or more years 
ago, and that it is exceedingly difficult to prove, when 
a man says his recollection about a certain matter is 
so and so, that it was entirely different. It is not suffi- 
clent to prove that the facts and what he says is his 
recollection are not even on bowing terms with each 
other. The fact that his own letters, written at the time 
of the transaction, and his recollection do not agree do 
hot make a case of perjury. 


Intention Must Be Shown. 


[It must be shown that the witness was lying and 
t it was his intention to lie and deceive by means of 
false testimony. Mellen’s testimony is showing who 
got the money, which is the object of the inquiry, but 
n the Senate gets the information the question is as 
whether laws can be made to make impossible the 
‘sting of a railroad’s money in fees for attorneys, for 
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brokers, for advertising or other means for creating pub- 
lic- sentiment. 

The suggestion is strong that some Tammany poli- 
ticians were bribed in connection with the Westchester 
and the Port Chester franchises, but even if the testimony 
should be conclusive on that point the prosecuting offi- 
cials of New York state would have to be convinced that 
it was such. The federal government would not be con- 
cerned with an offense against the state laws, unless 
Congress desired to enact a statute making it a federal 
offense for anyone connected with a carrier subject to 
the act to offer or give a bribe to an officer of a state 
or one of the lawmakers thereof. 


The only possible offense against the Act to regulate 
commerce would be the keeping of books and accounts 
not in accordance with the rules of the Commission. If 
that is to be the outcome of the inquiry, the end sought 
has not been brought clearly to the perception of those 
who have been attending the hearings. 

While it may have been of the utmost importance, 
the Mellen examination May 21 sounded farcical, if not 
silly. Chief Counsel Folk and the former president of 
the New Haven engaged in a word-slinging contest in 
which the age of the witness was not a perceptible handi- 
cap. In fact, Mellen turned the laugh on Folk so often 
that Commissioner McChord looked several times as if 
he were about to explode in a lecture to both men on 
the foolishness of trying their wits against each other. 


Massachusetts Trolley Lines. 


Folk examined the witness with regard to the acqui- 
sition of Massachusetts trolleys, during which campaign 
it was necessary for the New Haven to pass legislation 
over the veto of Governor Foss. Henry N. Whipple was 
practically in charge of the campaign made before the 
people for their approval. Mellen told how the first bill 
was vetoed by Governor Foss, was passed over his veto 
and came within two votes of passing through the Senate. 

“And the next session it was passed over his veto,” 
added Mellen, leaning forward with a “I-ate-the-canary” 
expression on his face. 

“How did you do it?” asked Mr. Folk. 

“Through an uprising of the body politic in Massa- 
chusetts,” retorted Mellen. A second later Folk gave 
the witness another opening by asking if Whipple had 
any influence. 

“Why, perhaps he had. He was the Democratic can- 
didate for governor one year and there was a Democratic 
governor when the bill was put through. Before that 
it came out that the New Haven had agreed to pay Whip- 
ple $136,000 for some stock he held.” 

“The bill was passed over the governor’s veto and 
Whipple got his money?” asked Folk. 

“The bill was passed over the governor’s veto and 
Whipple did not get his money. The New Haven has 
never bought the stock.” 

“Did the fact that there were Democrats in power 
in Massachusetts at the time have anything to do with 
the selection of Mr. Whipple?” 

“We always liked to get under the best umbrella 
in time of a storm,” Mr. Mellen said, after Mr. Folk had 
added to his first question an interrogative suggestion 
that in Republican states the New Haven was Republican 
and in Democratic states it was Democratic. 

Much time was spent on “prayers from the hills,” 
written by magazine writers, and other literary work 
done during the campaign of education when the people 
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of Massachusetts were persuaded to approve the New 
Haven plan of absorbing trolleys. Folk read one of the 
prayers beginning “I will lift up mine eyes to the hills 
from which cometh my help.” 

“You wrote that, didn’t you? It’s an expression you 
often use,” asked Folk. 

“IT don’t use it in that way. I say ‘strength’ instead 
of ‘help.’ ” 

“Well, you wrote it, didn’t you?” persisted Folk. 

“Why, governor, where’s your Bible?” that’s a biblical 
quotation.” 

Folk’s examination as to the employment of lawyers 
was all in the line of suggesting that they were used to 
corrupt the public mind. 

“Why, you didn’t think I was hiring men to oppose 
me,” asked Mellen, who at another time remarked that 
he would naturally expect men employed by the New 
Haven to favor what it favored. 

“You gave free passes?’ 

“Why, during the time of free passes I scattered 
them as leaves of the forest,” answered the witness. 

“And gave rebates, too?’ 

“Millions of them while free passes and rebates were 
not illegal.” 

Folk then examined the witness on the personnel 
of the New Haven directorate, name by name. 

“The salt of the earth,” said Mellen, when Billard’s 
name was read, 

There were hours of that kind of examination that 
seemed to get nowhere. 


OVERCHARGE LAW UPHELD 


That provision of the Wisconsin public utility act 
(section 1797-37m) which permits the state railroad com- 
mission to determine whether a public utility has 
charged too much for a service, and then to allow the 
utility to make a refund to ward off suit by the party 
overcharged, has been upheld by the State Supreme 
Court recently. 

It affirmed the action of the Dane County Circuit 
Court in dismissing the complaint of the Soo and Mil- 
waukee roads against the railroad commission, which 
authorized a refund of excessive charges on pulpwood. 

In April, 1912, the commission itself established a 
joint rate on pulpwood between Bagdad and Rothschild 
over the lines of the two roads. Later, at the instance 
of the paper company, the commission’ reviewed its 
order and found the rate it had established to be ex- 
cessive. So it authorized a refund to the paper com- 
pany. The railroads maintained that the commission 
had no right to do what it had done. The attorney- 
general took the position that, since the commission 
could not. compel the railroads to refund—which could 
only be done at the suit of the aggrieved shipper—no 
real controversy was presented for the courts to pass 
upon, This view the Supreme Court took. 





DOES NOT FEAR WATERWAYS. 

That waterways never will displace railroads as the 
most favored mode of transportation was the prediction 
made by James J. Hill in an address to the Interdivision 
Agents’ Association of the Great Northern Railroad at St. 


Paul Monday. “People want what they want as quickly as 


it-can be got to them nowadays,” he said, “and this de- 
mand for rapid delivery will be greater in future years. I 
do not believe waterways transportation, for this reason, 
if no other, ever will be a great success.” 


EXPRESS CONTRACTS AWARDED 





Although express contracts on the railroads ove: 
which the United States Express Co., now retiring fron 
business, has been operating, have not been formall) 
awarded or anounced, it is pretty generally understood 
how most of the contracts will go. With the exception 
of three roads, the contracts are said to be awarded in 
every sense except the final and formal signing of th« 
papers. Following is the division as it now stands: 


Wells Fargo & Co 


Mile 

St. Louis & San Francisco System................ 4,200 
(Except Birmingham-Kansas City Line) 

Chicago & Eastern Illinois and Evansville & T. H... 1,274 
Baltimore & Ohio and Baltimore & Ohio S. W..... 5 
Cincinnati, Hamilton @ Dayton.............6..06.. 1,015 

11,020 

American Express Co. 

Miles 
WUE ace ooo <p eR > bow 0. RRR esa 1,188 
PPEPGTD, GR PRM ncn cc ca peseedeptspanbetaes 1,301 
ee ER aig nc a 06d ccc d dco 0.03» ugk UNS 2 oe 170 
Marietta, Columbus & Cleveland................... 48 
EDROEO Ge POMPOM, cccciw eas cccasees sete Nourps 8 
N. O. Texas & Mexico and Louisiana Southern...... 334 
Beaumont, Sour Lake & Western................... 118 
Ce SOPOT <.S. Vest cca cr cat eeceess teams s 62 

and possibly 

Le ee ee Ps a ae ee Cece tac eek otto bee deer sh dne ten 529 

3,758 

Southern Express Co. 

Miles 

Frisco Line (Birmingham to Kansas City)........ 889 
Lines Undecided 

Miles 
Delaware, Lackawanna & Western................. 999 
Chicago, Rock Island & Pacific.................... 8,042 


SO PDE nck hand Sen chls ak bp Shue wes Se ciao 2,330 


PENNSYLVANIA RULES OBSERVED. 


Reports just compiled show that on twenty-two divi 
sions of the Pennsylvania Railroad not a single employe 
was found deficient in all of the 125,226 observations 
made in February, 1914, to determine to what. extent 
employes were obeying the rules against the use of in- 
toxicants by employes while on duty, the habitual use 
of intoxicants or the frequenting of places where they 
are sold. ‘One thousand and ninety-three observations 
were made to see if switches were left in proper posi- 
tion, and the result showed perfect obedience to the 
rules, Two hundred and sixty tests were made of tle 
rule requiring a brakeman to take the place of the flag- 
man when the latter goes back to protect his train, 
without a failure on the part of an employe. The aisles 
of 7,401 passenger cars were inspected to see that they 
were free from baggage and handbags, and not in 4 
single case were the rules disregarded. In every one 
of the 11,979 tests made by the proper use of visil'c 
signals the rules were obeyed fully. On the entire 
Pennsylvania Railroad East of Pittsburgh and Erie 68° - 
099 safety observations were made to ascertain te 
observance of train safety rules, and 99.9 per cert 
showed a perfect performance, 
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May 30, 1914 


INTERSTATE SHIPMENT LOSS 


The provision in the Carmack Amendment to the 
fepburn Act, which makes the initial carrier of a 
irough interstate shipment liable for loss occurring on 
onnecting lines, does not make a railway company 
vhich receives a shipment for delivery at a point on 
nother line of railroad in another state liable for loss 
of the shipment while in the hands of the delivering 
railway company as warehouseman, as distinguished 
from a earrier. This decision was iately announced 
by the Kansas Supreme Court in a case where a ship- 
ment, through mistake of the shipper, was consigned 
to a point in Pennsylvania when it was intended to 
send the shipment to a town of the same name in New 
York. 

On arrival of the car in Pennsylvania the 
freight agent of the delivering company mailed 
to the consignee at that address, and later reported the 
shipment as unclaimed. On the fifth day after the car 
arrived it and its contents were destroyed by fire, and 
the shipper sued the initial carrier,- relying upon the 
act of Congress above mentioned. But the Kahsas 
Supreme Court decided that the Carmack Amendment 
interpreted as being restricted to cases where 
freight is lost or injured while still in the custody of 
a railway company as carrier. It is inferred from the 
that, if the loss had occurred before the con- 
signee had had reasonable opportunity to remove the 
freight after notice of its arrival had been mailed, the 
have been liable. But it is held 
that, under well-established principles of law, the de- 
livering railway company must be deemed to have 
ceased to be a carrier and to have become a warehouse- 
man after lapse of a reasonable time for removal of 
the shipment, and as such not to be liable for loss not 
resulting from negligence attributable to it. 
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WATER-LINE HEARINGS 


THE TRAFFIC SERVICER NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Adrian H. Boole, agent for the Commission in an 
investigation of the Western Transit Co., was a witness 
in the New York Central’s application for permission to 
continue its interest in that company, May 20 and 21. 
He put in twenty-odd exhibits. 

The case was to have been finished Thursday after- 
but O. E. Butterfield insisted upon the right to 
cross-examine, and he was given until Friday noon, but 
he had not completed at that time. He persuaded Mr. 
Boole to tell about instructions received from the Com- 
mission and the methods used in conducting it, thereby 
laying a foundation for a cross-examination in which 
his effort seemed to be to show that the Commission’s 
instructions or the agent’s execution of them, were in- 
tended, not so much to bring out the facts as to make a 
case against the arrangement. 

In his own time Butterfield read letters of commenda- 
‘ion of the service rendered to offset letters of complaint 
mentioned or made a part of the government’s side of 
the matter, asking Mr. Boole why they had not been 
put in to make a more complete exposition of the public’s 
View of the matter. 

Mr. Butterfield added there were thousands of such 
letters, and, in answer to a suggestion from Mr. Boole, 


noon, 
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“Pll, put them all in if you will 
I'll call that bluff right 


Butterfield retorted: 
give me the little black book. 
now.” 

In behalf of the application of the Rutland R. R. Co. 
for permission to retain its control over the Rutland 
Transit Co., Vice-President and General Manager Jarvis 
took the stand on Monday to give a history of the com- 
panies and a financial review of its operations. He treated 
the transit company as an adjunct to the railroad that 
brings it tonnage that enables it to keep up a better 
freight service than it would if it did not receive that 
tonnage. The Chatham division is largely dependent upon 
the transit company for tonnage. 

Examiner Elder, who conducted the cross-examination, 
asked questions tending to show that the Rutland com- 
pany, which leases boats from the Western Transit Co., 
made a bad bargain with the Western when it made a 
lease to pay rental sufficient to cover all costs of main- 
tenance and depreciation and then agreed that, in the 
event the Rutland should desire to take over the boats 
from the Western, it would pay the latter the original 
cost of the craft, without any deduction for depreciation. 
Mr. Elder also wanted to know from the witness whether 
he thought such a bargain would have been made were 
not both companies controlled by the New York Central. 
Mr. Jarvis said he was not prepared to answer. 

The Rutland Transit pays 7 per cent interest on 
$830,000, borrowed from the controlling interest. Mr. 
Jarvis testified that the financial officers of the road told 
him that they could not borrow money in the open market 
for less than that, and he believed them. His experience 
in borrowing money on ships was not as large when he 
wrote a letter objecting to such a high rate of interest 
as it is now. He said he found there is a good deal of 
difference between borrowing money for a railroad and 
borrowing for a steamship line. 


LIVE STOCK IN THE SOUTH. 

The development of the live stock industry in the 
South is illustrated by the reports of the live stock 
agent of the Southern Railway Co., and the progress 
made in the development of improved beef cattle is 
particularly noteworthy. A new development reported 
on is the movement of cattle from western North Caro- 
lina to the eastern part of the state to be fattened for 
market. This development is being promoted by the 
North Carolina Beef Breeders’ and Feeders’ Association 
and the North Carolina Experiment Station, with the 
co-operation of the Southern Railway. In a letter to the 
live stock agent of the railroad, R. S. Curtis, in charge 
of the beef cattle investigations of the experiment station, 
expresses much satisfaction with this year’s work, cov- 
ering the feeding and marketing of about 300 steers, 
part of which were fed at the experiment station at 
East Raleigh, N. C. 


ERIE RAILROAD GUILTY. 

A jury in the United States District Court at Tren- 
ton, N. J., has returned a verdict of acquittal for William 
S. Cowie, general eastern freight agent, and guilty as to the 
Erie Railroad, on the charge of applying an improper rate 


for a shipment in interstate commerce. The indictment 
charged that the Erie in February, 1902, received for 
shipment from Jersey City to South St. Joseph, Mo., a 
quantity of valonia at 44 cents a 100 pounds, a rebate 
of 11 cents a 100 pounds from the published rate of 55 


cents. 
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SOUTHWESTERN CLASSIFICATION 


The southwestern tariff committee, at its meeting 
in St. Louis May 19, discussed lumber classification. 
Frank Pierce, who was selected as spokesman for the 
manufacturers, advised the committee that, in the opin- 
ion of the yellow-pine men, the proper basis for classi- 
fication was that all material that had not been worked 
beyond the saw and planing mill should be classed as 
lumber, provided the material to the planing mill should 
have only one working. When the committee pro- 
ceeded to check the items specified in the tariff as 
taking lumber rates and the arbitraries higher, there 
were only two or three items in yellow pine on which 
there was discussion. 

J. D. Watson, assistant traffic manager of the cotton 
belt, as spokesman for the carriers, said the basis 
suggested was, in his opinion, the only proper one for 
classification. At his suggestion it was decided that 
a committee of ten, five from the railroads and five 
from the yellow-pine men, should meet with a com- 
mittee of retailers and go over the list in the classifica- 
tion. 

On May 21 hardwood articles taking lumber rates 
were under consideration. The purpose of the com- 
mittee, it was announced, was to revise the list of 
commodities taking lumber rates or an arbitrary higher, 
in such manner as to avoid confusion, and at the same 
time prevent repetition. It was represented by stave 
men that if the advance proposed was allowed it would 
put them out of business. They said they were already 
operating at a loss. The matter of raising rates on 
cooperage stock was taken under advisement. 








IRON ORE INVESTIGATION 


THE TRAFFIC SERVICE NEWS BURBAU, 
Colorado Building, Washington, D. C. 

An indefinite adjournment has been taken in the 
hearings in the ore rate situation, testimony as to which 
was taken on three days last week. Tentatively, Com- 
missioner Meyer and attorneys have agreed to resume 
the taking of testimony in Washington on September 28, 
although there may be a resumption at Duluth the latter 
part of July. 

The testimony May 22 consisted of statistics, pre- 
pared not exactly in refutation to the elaborate calcula- 
tions made by Jean Paul Mueller in behalf of the inde- 
pendent steel interests, but they will undoubtedly be used 
for that purpose. 

George Martin, controller of the Great Northern, testi- 
fied that the road, to obtain a 7 per cent return on the 
investment, would have to have a rate of 61.10 cents, or 
1.10 cents more than the existing rate. He said the out- 
of-pocket cost is about 35.09 cents per ton, and to pay 
7 per cent interest on the capital used would require 
the addition of 25.91 cents. During the last five-year 
period for which Mr. Martin had figures the Great North- 
ern carried 38,000,000 tons from the Mesabi range, or an 
average of 7,600,000 a year. The average operating cost 
was 26 cents plus. To that must be added 5.84 for han- 
dling over the docks and 3.18 cents for taxes, or an 
average operating cost of something over 35 cents, with- 
out any allowance for the investment, amounting to 
$28,000,000. The 7 per cent on that would bring the 
cost of carrying plus a reasonable profit to 61.10 cents, as 
before stated. Mr. Martin said the operating expenses 
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in 1913 increased from 24 to 27 cents per ton, or 12! 
per cent. He said that, making allowance for expens: 
that will arise within two years, including taxes, a ra 
in excess of 68 cents should be had. 

S. G. Johnson, auditor for the Duluth & Iron Ran; 
submitted book cost figures, adding, however, that t! 
book cost is less than the value of the property. He 
said that in 30 years the road had earned a surplus 0! 
$19,000,000 in excess of a 10 per cent return. He pointed 
out that if the rate had been 60 cents throughout that 
period there would have been no such surplus, but a 
deficit of $5,000,000 to make up the 10 per cent return 
on capital. 

He said that in the natural course of events the profits 
of the road will decrease because the timber is being 
cut off, and the time will soon be here when there will 
not be enough timber in the swamps to supply the road 
with ties. The stand of spruce is good, but competition 
on that is keen from Canadian wood lots. The traffic 
from other than the mines or forests is negligible, amount 
ing to only .0002 per cent. 

Discussion between attorneys and Mr. Johnson broug)|it 
out’ the fact that the witness thinks Mueller does not 
allow a large enough percentage of the capital of the 
ore roads as being used in the ore business and that 
most of his figures are based on the 80-cent rate, which 
the roads voluntarily reduced more than two years ago 


CANADIAN SHIPPERS PROTEST 


A strong complaint is being made to the Canadian 
Railway commission over the proposed cancellation of 
summer rates on various lines of merchandise between 
Montreal and several other cities which are connected bj 
water as well as by rail. This will cover the action of 
the C. P. R., Grand Trunk and Canadian Northern in 
canceling their general summer freight rates on mer 
chandise between Montreal, Quebec, Ottawa, Prescott 
Smith’s Falls, Brockville and other intermediate points. 





In the past the railways have always put into force 
summer rates to meet the water competition, which meant 
a substantial reduction, in many cases amounting to 33's 
less than winter rates. This year the railways have de- 
cided that they will not meet the water-borne competition, 
and have decided to keep their rates up to the winter 
level. In this, it is stated, they are supported by several 
decisions of the railway commission, holding that tle) 
are not bound to meet water competition. 

It is also argued by the complainants that this year, 
owing to the lake steamship merger, there is practica!!) 
only one company handling package freight by water, a) 
that there is thus every opportunity for this merger (0 
enter into an agreement with the railways regarding rates 


IOWA GRAIN RATES. 


Investigation of alleged discrimination in the inter 
state freight rates on grain is asked by the Farmers 
Grain Dealers’ Association of Iowa in a petition filed 
with the Iowa railroad commission by W. J. Ray, secre 
tary. If the commission finds the conditions exist 45 
charged the association requests that action be bésul 
before the Interstate Commerce Commission, with ‘%¢ 
view of securing a revision of the entire system of freix)t 
rates on grain and the basing the rates on an eq'!4! 
mileage basis. 
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MARCH REVENUES AND EXPENSES 





The March summary of revenues and expenses of 
eam roads in the United States issued by the Bureau 

Railway Statistics shows, compared with March, 1913, 
decrease in total operating revenues per mile of 0.5 
er cent and a decrease in operating expenses per mile 

2.1 per cent. Net operating revenue per mile was 
reater by $12, or 4.2 per cent, than for March, 1913, 
vhile that for March, 1913, was 7.3 per cent less than 
or March, 1912. 

Railways operating 225,635 miles of line are covered 

this summary, or about 90 per: cent of all steam rail- 
way mileage in the United States. Their operating reve- 
jues amounted to $242,832,681. This amount includes 
revenues from freight and passenger traffic, from carrying 
mail and express, and from miscellaneous sources con- 
nected with rail operation. Compared with March, 1913, 
total operating revenues show an increase of $692,970, 
but this increase is attributed to increase in mileage. 
Reduced to a per mile of line basis, total operating reve- 
nues per mile averaged $1,076 in March, 1914, and $1,081 
in Mareh, 1913. There was an increase of 1.4 per cent 
in freight revenue per mile, while passenger revenue per 
mile decreased 5.9 per cent. 

Operating expenses, which include all the costs of 
maintaining track and equipment, operating trains, se- 
curing traffic, and of administration, amounted to $176,- 
533,271. This was $2,445,075 less than for March, 1913. 
These operating expenses per mile of line averaged $782 
in March, 1914, and $799 in March, 1913. 

Net operating revenue,-that is, total operating reve- 
nues less operating expenses, amounted to $66,299,410, 
which was $3,138,045 greater than for March, 1913. Net 
operating revenue per mile of line averaged $294 in 
March, 1914, and $282 in March, 1913. 

Taxes amounted to $11,319,304, or $50 per mile, an 
increase of 8.8 per cent over March, 1913. 

Operating income, which is net revenue from rail 
and auxiliary operations, less taxes, averaged $242 per 
mile of line, and in March, 1913, $235, thus increasing $7, 
or 2.9 per cent. Operating income for each mile of 
line for each day, averaged $7.79, and for March, 1913, 


The operating ratio for March, that is, the per cent 
of total operating revenues absorbed in operating ex- 
penses, was 72.7 per cent, which is comparable with 73.9 
per cent in March, 1913, and 71 per cent in March, 1912. 


Results by Districts. 


The railways of the eastern district show an increase 
in total operating revenues per mile of line as compared 
with March, 1913, of 0.2 per cent, the railways of the 
southern district an increase of 1.9 per cent, and the 
railways of the western district a decrease of 1.8 per cent. — 
Operating expenses per mile decreased 0.6 per cent in 
the East, increased 1.7 per cent in the South, and de- 
reased 5.1 per cent in the West. Net operating revenue 

r mile increased 2.7 per cent in the East, increased 

' per cent in the South, and increased 6.3 per cent in 
the West. Taxes per mile show an increase of 3 per 
ent in the East, an increase of 18.3 per cent in the South 
nd an inerease of 12 per cent in the West. Operating 
income per mile increased 2.1 per cent in the East, in- 
Creased 0.5 per cent in the South, and increased 4.9 per 
t in the West. 

Comparison of returns for nine months of the current 
al year with those of the corresponding months of 
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the previous year reveals a decrease in total operating 
revenues per mile of 2.3 per cent, an increase in oper- 
ating expenses per mile of 2.4 per cent, and a decrease 
in net operating revenue per mile of 12.4 per cent. This 
net operating revenue per mile decreased 20.4 per cent 
in the East as compared with the corresponding period 
of the previous year, decreased 0.8 per cent in the South 
and decreased 8.5 per cent in the West. 

When the returns for the three months of the cal- 
endar year 1914 are compared with those of the corre- 
sponding months of 1913, they show a decrease in total 
operating revenues per mile of 6.2 per cent, a decrease 
in operating expenses per mile of 2.8 per cent, and a 
decrease in net operating revenue per mile of 15.9 per 
cent. This net operating revenue per mile decreased 30.8 
per cent in the East as compared with the corresponding 
period of the previous year, decreased 7 per cent in the 
South, and decreased 5.8 per cent in the West. 





NEW YORK SPOTTING TARIFFS 


The New York public service commission, second 
district, has entered an investigation and suspension order 
in the matter of new freight tariffs containing regula- 
tions and charges for spotting cars filed by the New York 
Central, Erie, Lehigh Valley, Lackawanna, Delaware & 
Hudson, and other large railroads, to become effective 
May 27, postponing the effective date of such schedules 
until September 20, pending hearing. The tariffs sus- 
pended, of course, apply only to traffic carried wholly 
within the state of New York. 

The schedules provide a rate of 5% per cent per ton, 
net or gross, as rated, with a minimum charge of $2 
per car for so-called car spotting service, which service 
is defined as a service beyond a “reasonable convenient 
point of interchange between road haul or connecting 
carrier and industrial plant tracks.” It includes one 
placement of the loaded car or taking out of a loaded 
car and the handling of an empty car in the reverse 
direction, and the rate is made to apply to service here- 
tofore performed without such charge at certain places 
stated in the tariffs and for industries specified, and to 
service which has not been performed in the past, but 
has been performed by the industries themselves at places 
named and relating to industries specified in the tariffs 
and also to service on or over tracks of industrial rail- 
ways which are named in said tariffs and as located at 
certain places stated therein. 





DISTANCE TARIFF VS. SWITCHING. 


Attempts to substitute distance tariff rates for flat 
switching charges in the Minneapolis district have not 
met with the approval of the Minnesota Railroad and Ware- 
house Commission. In the case of the Washed Sand & 
Gravel Co. vs. the Great Northern Railway Co., a change 
from a switching charge of $5.00 a car to five mile distance 
tariff rates of 1.6 cents a hundred, was defended by the 
carrier on the ground that the charge was necessary under 
the distance tariff law. But the commission says the law 
deals with both transportation and switching charges. In 
transportation equality, based on distance is the con- 
trolling thought of the law; in switching, the injunction 
is that the carrier charge the same rate for. the same 
service at the same point. The commission finds that the 
complainant's industry, which is 700 feet west of the city 
limits, is within the Minneapolis switching district, and 
that the cancellation of the switching charge was unjust. 
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AGENTS ISSUING TARIFFS 





In view of inquiries received from time to time as 
to the names or addresses of persons in charge of the 
issuance of tariffs, the following list has been compiled 
from the records of the Interstate Commerce Commission 
and will be published occasionally with such corrections 
as may be necessary: 


Allan, W. P., Pacific Northwest Demurrage Bureau, Oregon- 
Washington Passenger Station, Seattle, Wash. 

Anderson, Frank, Memphis Freight, Committee, Memphis, Tenn. 

Anderson, J. C., Agent, Michigan Central R. R. (Ontario Central 
Despatch), New York City. 

Arnold, H. E., Rutland-Mitchigan Central Line, 294 Washington 
street, Boston, Mass. 

aes, s, Js Agent, Room 600 Board of Trade Bldg., Indianapo- 
Ss, ind. . 

Bartholomew, J. B., Agent, Texas Tariff Bureau, Austin, Tex. 

Beck, T. Clem, Agent, Lake Shore-Lehigh Valley Route, Mich- 
igan Central-Lehigh Valley Route, Pere Marquette-Lehigh 
Valley Line, New York City. 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Braun, A. D., Agent, Dayton Switching Tariff, 618 Reibold Bldg., 
Dayton, Ohio. 

Briggs, L., Traders’ Despatch. 168 Michigan avenue, Chicago, III. 

Cameron, Wm.. St. Louis Eastbound Freight Committee, 909 
Century Bidg., St. Louis, Mo. 

Carroll, W. V., Manager, North & South Despatch, Chicago, Il. 

Carry, Robt., Agent, Carry’s City Transfer, Newport, R. I. 

Christian, J. R., Agent, Galveston Bay Rail Lines and Mallory 
and Morgan Steamship Lines, Houston. Tex. 

Collyer, R. N., Official Classification Committee, 143 Liberty St., 
New York, N. Y. 

Se P., Official Railway Equipment Register, New York, 


Countiss, R. H., Transcontinental Freight Bureau, 608 South 
Dearborn street, Chicago, Il. 

Crow, W. R., Erie Despatch, Chicago, III. 

Davis, F. S., Agent, New England Lines, Boston, Mass. 

Davis, F. V., Agent, 16 East Broad street, Columbus. Ohio 

Denyven, J. M., Mobile & Ohio Import Tariff, St. Louis, Mo. 

—, = Michigan Central-Lackawanna Lines, New York, 

Duval, J. E., Canadian Car Service Rules, 401-403 St. Nicholas 
Bldg., Montreal, Que. 

Emerson, W. P.. New Orleans Tariff Committee, 406-407 Perrin 
Bldg., New Orleans, La. 

Fish, C. M., G. F. A., Texas-Mexican Ry., Laredo, Texas. 

Fulton, C. E., Chicago and Ohio River Committee. Chicago, TI. 

Fyfe, R. C.. Western Classification Committee, Transportation 
Bldg., Chicago, Ill. 

Gomph, F. W.. Pacific Freight Tariff Bureau, 554 Phelan Bldg., 
San Francisco, Cal. 

Grant, J. H., N. Y. C. & St. L.-Nickel Plate Fast Freight Line, 
Buffalo, N. Y. 

Griffin, C. H., Colorado-Utah Freight Bureau, Local Utah 
Freight Bureau, Intermountain Demurrage Bureau, Salt 
Lake City. Utah. 

Guthrie, C. B., Official Freight Tariff Directory, 521 Liggett 
Bldg., St. Louis, Mo. 

Hall. A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F. M., Southeastern Demurrage Bureau, Atlanta, Ga. 

Hinton, E. H., Chairman, Southeastern Freight Association, At- 
lanta, Ga. 

Howe. Carl, Manager, New York Central Fast Freight Lines, 
Nickel Plate Fast Freight Lines, Canada Southern Line, 
Chicago, Tll, 

Hunter, J. A.. Agent. first floor Masonic Temple, Zanesville. O. 

Learoyd, A. S.. G. F. A., Delaware, Lackawanna & Western, 
New York, N. Y. 

Leland, F. E., Chairman, Southwestern Tariff Committee, St. 
Louis, Mo. . 

Lewis. Thornton. Kanawha Despatch, Cincinnati, Ohio. 

Loomis, J. C.. Chairman, Demurrage and Storage Rules, C. I. & 
I., Louisville, Ky. 

Lowrey, L. A., Standing Switching Committee, Transportation 
Bldg., Chicago. 

McCain, C. C., Chairman, Trunk Line Association, 143 Liberty 
street, New York, N. Y. 

Miller, A. A., Agent, La Porte, Ind. 

Moore, H. E., Mexican Freight Classification Committee, Rincon, 
Antonio (Oaxaco), Mexico 

Morris, Eugene, Central Freight Association. Chicago, Tl. 

Morris, Ira W.. Agent, Room 601, Outlook Bldg., Columbus, Ohio 

Mote. E. E., Pacific Car Demurrage Bureau, 617 Wells Fargo 
Bldg., San Francisco, Calif. 

Monmouth, Lb. H., Indiana Car Demurrage Bureau, Room 19, 
Union Station, Indianapolis. Ind. 

Nash, R. N., Agent. Chesapeake & Ohio Rv., Richmond. Va. 

Neereamer, A. L.. Central Electric Traffic Association, 308 Trac- 
tion Terminal Bldg.. Indianapolis. Ind. 

Neimver, W. G., Southern Pacific Co., New Mexico-Arizona, 
Chicago, Til. 

Noonan, T. H., Agent, B. & O. (The Central States Despatch), 
Cincinnati, Ohio. 

Perrin, J. W., Agent, Atlantic Coast Line. Wilmington, N. C. 

resese. Cc. J., National Despatch Great Eastern Lines, Boston, 

ass. 

Pierce, R. S., Agent. 101 Carew Bldg.. Cincinnati. Ohio. 

Pontious, F. A.. Manager, Chicago Demurrage Bureau, C. I. & 
L. Rv., 455 Baltimore & Ohio Station, Chicago, Tl. 

Poteet, W. A., Trans-Missouri Freight Bureau, Kansas City. Mo. 

Powe. W. R., Southern Classification Committee, 816 Grant 
Bldg., Atlanta, Ga. 


Vol. XIII, No. 2° 


Rainer, Paul P., Joint Rate Inspection and Weighing Bureau 
Transportation Bldg., Chicago, Il. 

Rains, G. S., Agent, Seaboard Air Line, Norfolk, Va. 

Ransom, G. C., Chairman, Canadian Freight Association, Cana 
dian Express Bldg., Montreal, Que. 

Renneker, W. E., Agent, Florida Orange Tariff, Wilmington 
ma. ¢ 


Richardson, J. E., Passenger Agent. 

Ryan, John A., Agent, Virginia Lines Tariff Bureau, Richmond 
Va. 

Sedgman, Wm. J., Chairman, Seaboard Colorado-Utah Commit 


tee, Seaboard-Texas Committee, Coastwise Steamship 


Freight Conference, Atlantic Seaboard Tariff Committe: 
291-295 Broadway, New York. 
Shallenberger, F. E., Star Union Line, Pittsburgh, Pa. 

Signer, Fred E., Agent, Association of Lake Lines, 916 Chan 
ber of Commerce Bldg.. Buffalo, N. Y. ; 
Souders, L. M., Empire Line, LaSalle Street Station, Chicago 

Tl 


Stocker, F. H., Manager, Traders’ Despatch, Chicago, Ill. 

Strauss, S. L., Chief of “Tariff Bureau, Grand Trunk Railway 
System, Chicago, Ill. 

Vaughan, R. H.. Blue Ridge Despatch, Cincinnati, Ohio. 

Washburn. M. P.. Southeastern Mississippi Valley Freight As 
sociation, Louisville, Ky. 

Webber, B. D., Canadian Pacific Despatch, 33 Broad street 
Boston, Mass. 

Western Trunk Line Committee, Chicago, Il. 

White, J. P., Gasoline Boat, Hematite, Ky. 

Whiton, H. J., R. W. & O. Line, 294 Washington street, Bostor 
Mass. 


PITTSBURGH SWITCHING RATE 


The railroads interested in the contention of Pitts- 
burgh shippers for a joint flat switching rate within the 
city switching limits have offered the following proposi- 


tion: 

Joint through rates between these carriers are to be estab- 
lished to or from Pittsburgh terminals of these roads on 
“plus bases:’’ 

First class—Five cents per 10 pounds. 

Second class—Five cents per 100 pounds. 

Third class—Two cents per 100 pounds. 

Fourth class—Two cents per 100 pounds. 

Fifth class—One and a half cents per 100 pounds. 

Sixth class—One and a half cents per 100 pounds. 

(Note) 1—Excepting that the plus basis to or from the 
junction point of interchange will in all cases be held as a 
m'nimum charge 

2—The rates so constructed in all cases are to apply o1 
via junctions outside the defined Pittsburgh switching limits 

3—When joint commodity rates are established, the class 
rate differences will be the basis of construction. 

4—Any rate in effect at present will be subject to suc! 
change as may be found necessary to make a consist 
adjustment. 


The matter is now up to the receivers and shippers 
to define this proposition and determine whether it is 
satisfactory or not, or whether it will afford relief from 
the alleged injustices. 





COAL INVESTIGATION INDICTMENTS 


All the indictments in the southern district of Illinois 
growing out of the Interstate Commerce Commission’s s0- 
called New York Central Line-O’Gara Coal Co. investiga- 
tion have been disposed of through a plea of nolo con- 
tendere made by the coal company to two indictments 
charging the coal company with accepting concessions 
from the published rate on coal from Eldorado, IIl., to 
South Bend, Ind. The coal company sold coal to the 
Grand Trunk f. o. b. South Bend Junction. The shipper 
paid the division up to South Bend, the junction point 
between the Grand Trunk and the Chicago, Indiana & 
Southern. The Grand Trunk billed it to a destination 
other than Battle Creek, thus giving the O’Gara compan) 
the benefit of the division instead of the published local 
rate. The Grand Trunk paid a fine of $2,500. 

A second indictment against the Big Four, Chicago, [n- 
diana & Southern, the Grand Trunk and the coal company 
charged a conspiracy to violate the Elkins law. ‘The 
Grand Trunk has paid a fine of $2,500. The coal comp:nty 
has paid fines amounting to $5,000. In all the fines col 
lected as a result of the investigation amount to $25,')\)/. 
Other indictments against the coal company and the New 
York Central Lines are still pending in Chicago. 
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TEXAS COMMISSION ORDERS 





The Texas railroad commission has decided cases 
taken under advisement and granted petitions for rate 

nges as outlined in notices of hearing in the following 
cases: Revision of rules governing transportation of live 
stock for expositions; estimated weight of fifteen pounds 
on express carrier containing one-half bushel of certain 
vegetables; cancellation of special wood rates on the Sap; 
ratings on automatic fire sprinklers; box material rates 

) apply on egg-case material knocked down; poultry 

rates on poultry in private line cars; ratings on water- 
proofing compounds; soda water rates to apply on manu- 
factured milk by-express; ratings on lubricators or grease 
cups; stoppage in transit arrangement on iron and steel 
bars for fabricating purposes, except for concrete rein- 
forcement; ratings on mine props and barytes with 25¢ 
maximum from Galveston. 

Depots were ordered constructed at Beaumont by the 
Texarkana & Fort Smith, at Swenson on the Wichita 
Valley, at Farmers’ Branch on the Katy, at Comfort on 
the Sap, and at Millett on the International & Great 
Northern. 

“Dismissed,” was ordered in the mixed feeds proposi- 
tion; in the Hawikn’s depot petition; in Porter’s depot 
case and in the switching charge petition at Houston. 
All other cases are continued or passed. 


MISSOURI CASES SENT BACK 


By an opinion handed down at Kansas City Monday 
by Judge A. S. Van Valkenburgh of the United States 
District Court, the Missouri rate cases, which John T. 
3arker, attorney-general, brought against railroads in the 
state asking a refund of $24,000,000 for alleged excessive 
fares and freight rates, are referred to the state courts 
for settlement, and the status of these cases becomes the 
same as when the suits were begun in 1906. 

Judge Van Valkenburgh held that the questions in- 
volved are those which the state must handle, as no 
diversity of citizenship has been shown. 

In 1907 the state legislature passed the 2-cent fare 
law and a law fixing freight rates. The railroads were 
defeated in suits brought in the state courts to prevent 
the laws becoming operative and appealed to the United 
States Supreme Court, which remanded the suits for trial 
without prejudice. 





KENTUCKY GRAIN RATES. 

The new rates on grain ordered by the Kentucky 
railroad commission, and upheld by the United States 
Supreme Court will go into effect June 1, at which time 
the order of Circuit Judges J. W. Warrington and A. C. 
Denison and District Judge E. T. Sanford, dissolving the 
restraining order obtained by the Louisville & Nashville, 
becomes effective. 

PERMISSION TO CHANGE RATES. 

The Gilmore & Pittsburg Railroad Co., Limited, is 
permitted, through an order issued by the public utilities 
commission of Idaho, to change its schedule of rates for 
express on butter and to amend other class rates, on less 
than statutory notice. The road is required to post no- 
tices of the change in rates for a period of 30 days from 
the time it receives notice of the order from the com- 
mission, in all of its stations and places of doing busi- 
hess along the line of its route where the rates apply and 
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to keep the notices posted for public inspection. It is 
held to be in the interest of the public that the new 


rates asked for go into effect and there is no increase in 
the rates. 


CALLS PERE MARQUETTE DISGRACE 


At the request of attorneys representing eastern 
bondholders, United States Judge Tuttle at Detroit 
Tuesday adjourned until June 2 the hearing of the 
petition of the receivers of the Pere Marquette Railroad 
for authorization to issue $7,000,000 in receivers’ cer- 
tificates. The receivers want the money to pay a part 
of the road’s most pressing debts. 

“I think I ought to sell this road, and sell it now,” 
said Judge Tuttle. “The only issue in this case, as I 
see it, is whether I shall sell the road now or grant 
the petition to issue the certificates. 

“The conditions in this case are disgraceful. I will 
not permit this disgrace to go on in this court. I can- 
not and will not allow the indebtedness of this road 
to pile up.” 





NEBRASKA RATE ORDERS. 

Low rates on carload shipments of buttermilk from 
Omaha to the towns of Irvington, Bennington and Wash- 
ington, located on the Northwestern Railroad, have been 
ordered by the Nebraska state railway commission. The 
order was issued on the application of the Waterloo 
Creamery Co. of Omaha. The rates fixed are three cents 
per 100 pounds to Irvington, three and one-half cents to 
Bennington, and four cents to Washington, with a mini- 
mum weight of 40,000 pounds to the carload. 


SOUTH CAROLINA COMPROMISE. 

The South Carolina Freight Rate Association and rep- 
resentatives of twenty-five railroads operating in that 
state have reached a compromise in the fight of the asso- 
ciation before the railroad commission for an adjustment 
of alleged discriminatory rates. The complaint of the 
rate association was withdrawn upon the railroads agree- 
ing to withdraw the increase in rates from the ports to 
interstate points in the state, which became effective in 
January. Representatives of the freight rate association 
state that the carriers’ decreases in rates made effective 
in January would stand. 





SOUTH DAKOTA APPLE RATES. 

There is a standing complaint that apples raised in 
the Black Hills section of South Dakota cannot be brought 
to market east of the Missouri River on account of the 
freight rates, which are said to be less from Iowa and 
Missouri points than they are from the Hills. The state 
railway commission has called a hearing at Belle Fourche 
for June 24 to inquire into the situation. 


PENNSYLVANIA COMMISSION ACTS. 

Abolition of joint freight rates between main and 
short lines without thirty days’ advance notice has been 
forbidden by the Pennsylvania Public Service Commis- 
sion. A hearing was held at the instance of the Monon- 
gahela Connecting Railroad of Pittsburgh, which filed a 
compaint against the Pennsylvania, the Baltimore & Ohio 
and the Pittsburgh & Lake Erie railroads. The latter 
corporations sought to abolish the joint rate on April 1 
without giving a month’s notice to the commission. Such 
action would have caused a considerable increase in ship- 
ping costs throughout Pennsylvania. 
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‘LEGAL DEPARTMENT 





Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Presentation of Claims to Carriers. 


INiinois—“The question as to whether the carriers 
have the right legally to demand surrender of the orig- 
inal invoice in settlement of loss claims has come up. 
Some are of the opinion that the carriers are acting 
within their rights in demanding this document, while 
others argue to the contrary, and contend that the orig- 
inal invoice need not be a matter of record, but that 
a claim may be_ presented and legally settled when 
not substantiated by an itemized bill—it merely being 
necessary for the claimant to certify that one box of 
hardware receipted for on a certain bill of lading and 
delivery receipt is 
package 


short at destination on the 
lump sum, although the 


noted 
valued at a certain 
may contain various grades, sizes and kinds of hard- 
ware. The presumption is that when a retailer orders 
certain articles to be shipped by freight the sale is 
recorded by the shipper in a lump sum, an invoice hav- 
ing been made and sent to the consignee, but none 
retained by the selling company, their contention being 


that it is an unnecessary record and that they are put 
to unnecessary expense if obliged to keep such a 
record.” 

In the adjustment of a claim by the owner against 
the carrier independent of an order from either court 
or the Commission, it is usually a mere matter of 
voluntary negotiations between the interested parties, 
and neither is under the legal necessity to comply with 
the demands of the other. It therefore follows that a 
demand by the carrier of the owner to surrender the 
original invoice in proof of his claim is without any 
legal authority; but a refusal to comply might result 
in failure of amicable negotiations to adjust the claim 
and force a resort to legal proceedings. The carrier, 
of course, is entitled to know the exact basis upon 
which the owner makes his claim; but it would seem 
that a true copy of the invoice, duly certified, should 
ordinarily satisfy the requirements of the carrier. 

If the owner must eventually resort to legal pro- 
ceedings the court will require him to produce the orig- 
ing invoice in proof of his claim, as the rules of evi- 
dence require the best proof obtainable. While the 
Interstate Commerce Commission has not ruled on this 
precise point, yet it did hold, in Rule -236, Conference 
Rulings Bulletin 6, that it is not a proper practice for 
railroad companies to adjust claims immediately upon 
presentation and without investigation. 

of ” + 
Carrier Entitled to Freight Charges for Service Fully 
Performed. 

Missouri—‘We make a shipment of one buggy 
weighing 600 pounds from Kansas City to Oklahoma 
City, the rate being $1 cwt., freight charges $6; ship 
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ment not being prepaid, reached desination and is 
fused by our customer. We order the railroad « 
pany to return this shipment to us at Kansas (\\\ 
The carrier undertakes to return this shipment to is 
but shipment is wrecked in transit and destroyed 
fire. They are unable to show delivery. We file claim 
for amount of the buggy, which we will say is $10 
The carrier refuses to pay claim unless we allow them 
to deduct the $6 outbound charges from our claim 
Will you kindly advise us if the cafrier is entitled 
the freight charges covering the outbound haul?” 

The contract for carriage fully 
upon a safe and timely delivery of the goods at desti 
nation point, the consignee to acc: 
the same, unless based upon some breach of contract 
by. the carrier, cannot extend the liability of the latter 
rendered in transporting and delivering 
the goods at destination point the carrier is entitled 
to be compelsated in accordance with the rates estal 
lished by law. Further, by instructing the carrier | 
return the goods, you legally assumed ownership and 
possession of the same and became liable for charges 
accruing thereon prior to such return. The subsequent 
destruction of the goods under a new contract for car 
riage does not deprive the carrier of its charges law 
fully earned under a prior contract for transportation 
which has been wholly completed. 


complete 


being 


refusal of the 


For services 


* * * 


Cost of Verifying Weights Not Usually Chargeable to 
Carrier. 


Ohio.—“A car of furniture was shipped from New 
York City to Cincinnati, O., and the car was weigiied 
en route. The charges were collected on the basis 0 
weight ascertained by deducting the stenciled weight 
of the car from the gross weight. The furniture w 
unloaded was weighed on the city’s scales, and conse- 
quently there was an overcharge. Claim was filed and 
the cost of reweighing was included. The carrier re- 
fused to pay this part of the claim. It was the writers 
opinion that the cost of reweighing could be charged 
to the carriers when they had assessed freight charges 
on a weight that was incorrect.” 

The matter of tare weights was given much alten 
tion by the Interstate Commerce Commission in I. & 5 
Docket 4631, involving the weighing of freight by 
riers, 28 I. Cc. C., 7. However, neither in that case, nor 
in any previous case, did the Commission hold that the 


cost of obtaining the actual weight of the shipn 


when less than the weight obtained by the carriers 
by deducting the stenciled weight from the gross 
weight, might be recovered by the shipper from (thi 


carrier. It is rather doubtful if the Commission w d 
so hold in any case before it, involving this pr 


point. While the Commisison does suggest that 
method should be determined by which actual, 10! 
averag weights can be ascertained, and declares al 


the most prolific source of error in ascertaining f 
correct weight by track scaling is in the fact that 
actual light weight does not at the time of weig!ilé 


agree with the tare stenciled upon the car, y* i 
recognizes the fact that, pending the time after: |!) 
carrier should install additional required scales nd 
keep them in proper condition, that only estim: ‘ed 


weights, in the manner above described, can be obta)eé 
by the carriers, and that the shipper has the righ ' 
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y and correct the same by actual weights. In that 

the Commission pointed out that the tare weight 
ars would vary according as the weather might be 
or wet; that cars frequently contained foreign sub- 
nees, which is the fault of shippers as much as the 
iers, and that the shipper as well as the carrier 
etimes benefits by the fact that the actual light 
ehts differ from the stenciled tare. 


* * * 


Liability of Carrier for Defects Where Shipper Selects 
Car. 


New York.—‘“A car is consigned to us at one of our 
lls, which has its own siding. Contents of the car 
owed no signs of being wet on arrival, commodity 
ng wooden tank material, although car had been in 

transit twenty days, during which time there was rain- 
for about ten days. We unloaded the car at the 
mill, and reloaded the same empty car with our product, 
vhich is paperboard. Before loading we inspected the 
car in the usual manner and found same to be in a fit 
condition for loading, there being no apparent leakage. 
The car was absolutely dry. When the ear arrived at 
its destination with our product the consignees found 
contents was wet, caused by hole in the roof and 
sides of the car. We have produced these points to the 
railroad, and their decision is that where the shipper 
elects and loads the car the burden of proof is on 
m to show that the defects were not patent when he 
examined it. The railroad further states that they do 
not think we would be able to sustain the burden of 
proving that the defective condition of the car in ques- 
tion was not manifest at the time of loading by us, and 
is a compromise the railroad agrees to offer us settle 
ment on basis of 50 per cent of our claim.” 


Hutchinson on Carriers, Third Edition, Section 508, 
states the law as follows: “The duty of furnishing 
suitable vehicles rests upon the carrier and not upon 

e shipper, and the failure to discharge this duty is 
negligence, from the consequence of which the carrier 
s not permitted to free himself by a stipulation in the 
bill of lading which devolves upon the shipper the duty 
of selecting vehicles which are suitable, but if the 
shipper freely and voluntarily chooses not to rely upon 
this absolute duty to furnish suitable vehicles, and takes 
upon himself, for a sufficient consideration, in the form 
of a reduced rate or otherwise, the duty of selecting 
vehicles which are suitable for the goods he intends to 
ive carried, he cannot hold the carrier liable for in- 
lries arising from such patent defects as he ought to 
ve discovered in his examination of the vehicles. But 
to those defects which are not such that an ordinary 
ection by the shipper would bring them to his at- 
tion, and yet which are such that a reasonably care- 
inspection by a person experienced in such business 
ld lead to their detection, an inspection and accept- 
of the vehicle by the shipper will not save the 
er harmless from damages due to such defects 
ess it can be shown that they were actually pointed 
to the shipper and that he accepted the vehicle 
full knowledge of their existence. The burden of 
Proof in a ease of actual selection by the shipper 
Ss in the shipper to prove that a defect was not patent 
n he examined the vehicle.” 


A large number of authorities are then cited in 
Support of these views. 
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CONTAINERS MUST BE MARKED 





Manufacturers and packers of foods sold in packages 
and bottles henceforth will be required to state upon 
the label or wrapper the net weight or volume of the 
contents. 

The Department of Agriculture has issued the regu- 
lations which are to be in force on September 3. 

The department statement follows: 

“The regulations require that the manufacturer of 
foods shall plainly mark all packages, bottles and other 
containers holding more than two ounces avoirdupois 
or more than one fluid ounce, to show the net weight of 
the contents. 

“The measure must be stated in avoirdupois pounds 
and ounces, United States gallons, quarts, pints, or fluid 
ounces, United States standard bushels, half bushels, 
pecks, quarts, pints, or half pints. The contents by a 
like method may be expressed in terms of metric weight 
or measure. 

“The quantity stcted on the container must repre- 
sent the actual quantity of food, exclusive of wrappings 
and container. 

“In the case of certain articles the contents may be 
stated by numerical count, provided such numerical count 
gives accurate information as to the quantity of food in 
the package. Under this requirement it would not be 
enough to state that a package of candy contained twenty- 
four cream peppermints, as candies vary in size, and this 
would not be a statement of the actual quantity of candy 
in the package.” 


ROAD ORDERED TO REBUILD. 


The Colorado railroad commission has ordered the 
Florence & Cripple Creek Railroad Co. to rebulid and 
operate that portion of its road between Ora, Junta and 
Cripple Creek which was washed away by a flood in July, 
1912. This is said to be a pioneer decision, the com- 
mission not having heard of any other case where a 
railroad has abandoned its road after a washout. The 
abandonment, it is stated, would not have taken place 
in this case but for the fact that the road in question 
controls all the railroads operating into the Cripple Creek 
district. The attempt of the railroad to amend its charter 
so as to change its terminus from Canon City to Wilbur 
is dealt with at length. 


PARCEL POST RATES. 


With the approval of Postmaster-General Burleson, 
Senator Smith of Georgia has introduced a resolution 
calling upon the joint postal commission for a report of its 
investigation of the cost of the transportation of mail. Sen- 
ator Smith said this information might enable the govern- 
ment to reduce the parcel post rates. 


REMOVES BAGGAGE SERVICE DISCRIMINATION. 


The railroad commission of Oregon, in an order 
handed down, requires the Northern Paciific Terminal 
Co. of Oregon to discontinue giving the Baggage and 
Omnibus Transfer Co. any privilege with respect to 
the entry upon railway cars for the purpose of removing 
baggage and with respect to the stripping of baggage 
checks and with respect to the delivery of baggage, which 
it does not at the same time afford to others having the 
right to claim and to remove incoming intrastate bag- 
gage destined to the Grand Central Station. 
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Docket of The Commission 


Note.—items in the Docket marked with an asterick (*) are 
new and have not been carried in the publication during the 
preceding week. 





June 1—Toledo, O.—Examiner McKenna: 
6393—Milburn Wagon Co. vs. L. S. & M. S. et al. 
er eee & Stephens vs. N. O. & N. E. R. R. Co. 
et al. 


June 1—St. Louis, Mo.—Examiner Gerry: 

|. & S. 184—Advances on hardwood and other kinds of lumber. 
June 1—Columbus, O.—Examiner Gerry: 

6000—Federal Glass Co. vs. C. R. l. & P. Ry. Co. 

4696—Chas. Boldt Co. vs. C. R. L. & P. Ry. Co. 
June 1—Parkersburg, W. Va.—Examiner Henderson: 

6157—B. S. Cunningham et al. vs. B. & O. 9. W. R. R. Co. 


June 1—St. Louis, Mo.—Examiner Gutheim: 
6474—Spoke Mfrs.’ Assn. et al. vs. St. L. S. W. Ry. Co. et al. 


June 3—Evansville, Ind.—Examiner Henderson: 
6503—Maley & Wertz vs. C. C. C. & St. L. Ry. Co. 
6519—W. H. Small & Co. et al. vs. Ill. Cent. R. R. Co. 
6779—Indiana Tie Co. vs. Ill. Cent. R. R. Co. 


June 3—Oral argument at Washington, D. C.: 
6520—Ontario Iron Ore Co. vs. N. Y. C. & H. R. R. R. Co. 


et al. 
ena Exchange of St. Louis vs. B. & O. R. R. Co. 
et al. 
June 4—Oral argument at Washington, D. C.: 
4310—Bowling Green Business Men’s Protective Assn. vs. L. & 
N. R. R. Co. et al. 
6223—Tanners’ Supply Co. vs. L. & N. R. R. Co. et al. 
(. & S. 202—Advances on lumber and other commodities from 
Oregon, Washington and other states to eastern points. 
June 5—New Orleans, La.—Examiner Pugh: 
* 1. & S. 394—Rice rates from Helena, Ark. 


*1. & S. 395—Rates on blackstrap molasses to Kansas City, 
Mo., and other points. 
June 5—Oral argument at Washington, D. C.: 
4906—In the matter of private cars. 


June 5—Ft. Wayne, Ind.—Examiner Henderson: 
— ae Concentration Co. vs. L. S. & M. S. Ry. Co. 
et al. 
6354—American Steel Dredge Co. vs. American Express Co. 
6511—S. F. Bowser & Co. vs. G. R. & L. Ry. Co. et al. 
6725—Independent Cooperage Co. vs. Me. Cent. R. R. Co. et al. 


June 6—Oral argument at Washington, D. C.: 
i. & S. 11—The Tap Lime case. 

Prescott & Northwestern R. R. Co. 
Salem, Winona & Southern R. R. Co. 
Crittenden R. R. 
Helena, Parkin & Northern Ry. 
Oberlin, Hampton & Eastern Ry. 
Timpson & Henderson Ry. 
Tremont & Gulf Ry. Co. 
Fernwood & Gulf R. R. Co. 
Kentwood, Greenburg & Southwestern R. R. Co. 
Gulf & Sabine River R. R. 
Natchez. Columbia & Mobile R. R. 
New Orleans, Natalbany & Natchez Ry. 


June 6—South Bend, Ind.—Examiner Henderson: 
6369—Fullerton-Powell Hardwood Lumber Co. vs. T. & O. 
Ry. Co, et al. 


June 8&—South Haven, Mich.—Examiner Henderson: 
6532—Board of Public Works of the City of South Haven, 
Mich., vs. Kalamazoo L. S. & C. Ry. Co. et al 


June 9—Lansing, Mich.—Examiner Henderson: 
6241—Lansing Co. vs. Ann Arbor R. R. Co. et al. 
=a Co. vs. Grand Trunk Western Ry. Co. 
et , 
6791—Hart Bros. vs. Pere Marquette R. R. Co. et al. 


June 9—Lansing, Mich.—Examiner Henderson: 
1. & S. 370—Plaster rates from Grand Rapids, Mich. 


June 9—Texarkana, Ark.-Tex.—Examiner Pugh: 
1. & S. 424—Rates on knitting factory products to Texarkana, 
Tex.-Ark. 
l. & S. 392—Rates on fertilizer material from New Orleans, La. 
1. & S. 426—Rates on vinegar stock from Siloam Springs, 
Ark., and other points to Paris, Tex., and other points. 
6758—Major Stave Co. vs. Memphis, Dallas & Gulf R. R. et al. 


June 10—Detroit, Mich.—Examiner Henderson: 
6232—Michigan Steel Boat Co. vs. Mich Cent. R. R. Co. et al. 
6292—Michigan Steel Boat Co. vs. A. T. & S. F. Ry. Co. 
¢706—Manson-Campbell Co. vs. Grand Trunk Western Ry. Co. 


June 10—Oral argument at Washington, D. C.: 
1. & S. 383—Passenger fares between Somerset, Md., and 
points in the District of Columbia. 
eos River Valley Mfrs.’ Assn. vs. Me. Cent. R. R. Co. 
et al. 
6389—New York Docket Ry. vs. B. & O. R. R. Co. et al. 


June 11—Houston, Tex.—Examiner Pugh: 
6588—Mutual Rice Trade and Development Assn. vs. Int. & 
Gt. Nor. Ry. Co. et al. 
6099—Chamber of Commerce of Houston, Tex., vs. Houston, 
East & West Texas R. R. Co. et al. 


June 11—Oral argument at Washington, D. C.: 
6483—Board of R. R. Commissioners of the State of Mon- 
tana vs. A. & P. Ry. Co. et al. 
|. & S. 386—Gravel and sand switching charges at Chicago. 


June 11—Cadillac, Mich.—Examiner Henderson: 
6703—McClintick & Co. vs. Ann Arbor R. R. Co. et al. 

June 11—Oral argument at Washington, D. C.: 
6551—Eagle Distillery vs. L. H. & St. L. Ry. Co. et al. 

June 12—Houston, Tex.—Examiner Pugh: 
6752—Houston Real Estate Exchange vs. M. K. & T. Ry. Co. 


et al. 

ae Sr ne Nee Lumber Co. vs. Houston & Shreveport 
R. R. et al. 

oe Lumber Co. vs. St. L. S. W. of Texas 
et al. 


6250—Athens Pottery Co. vs. Texas & N. O. R. R. Co. et al 
6790—Peden Iron and Steel Co. vs. Sou. Pac. Co. et al. 


June 13—Escanaba, Mich.—Examiner Henderson: 
6678—Chas. W. Davis vs. M. St. P. & S. S. M. Ry. Co. 


June 13—Norfolk, Va.—Examiner Thurtell: 
* Fourth Section Applications Nos. 1781, 1782 and 1625 of C. C 
McCain, Agent. 

No. 1573 of the 8. A. L. Ry. 

No, 703 of A. C. L. R. R. 

No. 1548 of Southern Ry. 

No. 1561 of Norf. & West. Ry. 

No. 1074 of Norf. Sou. R. R. 

Such portions of the above numbered applications as ask 
authority to continue through all-rail rates on class and 
commodities from New York, Philadelphia, Boston or 
other points via Norfolk to points in the states of North 
Carolina, South Carolina, Georgia, Alabama, Florida, Vir- 
ginia and Tennessee, which are in excess of the inter- 
mediate rates to and from Norfolk, Va. 

Fourth Section Applications Nos. 1625, 1781 and 1782 of C. C 
McCain, Agent. 

As ask authority to continue lower rates on class and com- 
modities from New York, Boston, Philadelphia and other 
points to Norfolk, Va., than the rates concurrently ap- 
plicable on like traffic to intermediate points. 

June 15—Green Bay, Wis.—Examiner Henderson: 
so fet oe Produce Co. vs: M. St. P. & S. S. M. Ry. Co 
et al. 
6778—Paine Lumber Co. vs. C. & N. W. Ry. Co. et al. 
4880—Thomas Produce Co. vs. C. M. & St. P. Ry. Co. et al 


June 15—Tucson, Ariz.—Examiner Pugh: 
* a & Gila Co. Traffic Assn. vs. Ariz. East R. R. 
o. et al. 
* 6208—Graham & Gila Co. Traffic Assn. vs. Ariz. East R. R 
Co. et al. (Fourth Section application involved in No. 6208.) 
* 6640—Calumet & Ariz. Mining Co. vs. Sou. Pac. Co. 
June 16—Milwaukee, Wis.—Examiner Henderson: 
6242—United States Glue Co. vs. C. & N. W. Ry. Co. et al. 
$261—Chamber of Commerce of the City of Milwaukee vs 
6377—L. Rosenheimer Malt and Grain Co. vs. St. P. M. & 0. 
Ry. Co. et al. 
6378—Jottelet & Co. vs. C. & O. Ry. Co. et al. 
Fourth Section Application No. 1548 of Southern Ry. Co., in 
connection with No. 6378. 
M. St. P. & S. S. M. Ry. Co. et al. 


June 17—Phoenix, Ariz.—Examiner Pugh: 
ora Corporation Commission vs. A. T. & 9. F. Ry 
0. et al. 
4981—-Pacific Creamery Co. vs. Sou. Pac. Co. et al. 
§255—Solomon Wickersham Co. vs. Ariz. East R. R. Co. et al 
Fourth Section application No. 1161 of Southern Pacific (in 
connection with Docket No. 6255). 


June 17—Milwaukee, Wis.—Examiner Henderson: 
6435—Petit Salt Co. vs. C. M. & St. P. Ry. Co. et al. 
oe Lime and Stone Co. vs. C. M. & St. P. Ry 
0. et al. 
6722—Albert Trostel & Sons vs. L. V. R. R. Co. 


June 18—Phoenix, Ariz.—Examiner Pugh: 
t. = S. 434—Less than carload freight reconsignment priv- 
eges. 
6806—Arizona Corporation Commission vs. A. T. & S. F. Ry. 
Co. et al. 


June 18—La Crosse, Wis.—Examiner Henderson: 
rs. Heileman Brewing Co. et al. vs. C. B. & Q. R. R. 
o. et al. 
6637—John Gund Brewing Co. vs. C. & N. W. Ry. Co. et al. 
6782—West Salem Canning Co. vs. C. & N. W. Ry. Co. et al. 


June 19—Phoenix, Ariz.—Examiner Pugh: 
6346—Motorcycle Co. vs. Ariz. East R. R. Co. 
6460—I. M. George vs. A. T. & S. F. Ry. 
6514—L. G. Ochsenreiter vs. A. T. & S. F. Ry. Co. et al. 
a Corporation Commission vs. A. T. & S. F. Ry. 
o. et al. 


June 20—Minneapolis, Minn.—Examiner Henderson: 

6160—Minneapolis Threshing Machine Co. vs. Minn. & St. L. 
R. R. Co. et al, 

6181—Minneapolis Threshing Machine Co. vs. M. St. P. & >. 
9. M. Ry. Co. et al. 

6202—Red Wing Linseed Co. vs. C. M. & St. P. Ry. Co. et al. 

6296—-Northwestern Feed Co. vs. C. R. I. & P. Ry. Co 

Fourth Section Application No. 2042 of W. H. Hosmer, zcent, 
in connection with No. 6202. 


June 22—Los Angeles, Cal.—Examiner Pugh: 
\, & S. 379—Hide rates to Los Angeles, Cal. 
6559—American Live Stock Assn. et al. vs. Sou. Pac. Co. et al. 
6529—Edmund Peycke Co. vs. Wells Fargo Co et al. 


June 22—Minneapolis, Minn.—Examiner Henderson: 
6312—National Pole Co. et al. vs. Minn. & Int. Ry. Co. 
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59—Fullerton Lumber Co. vs. C. R. I. & P. Ry. Co. et al. 
420—Bruer Bros. Lumber Co. vs. C. M. & St. P. Ry. Co. 


June 23—Los Angeles, Cal.—Examiner Pugh: 
:046—Lee, Chamberlain & Co. vs. D, & R. G. R. R. Co. et al. 
515—Coaling, Water and Electric Co. vs. Gulf, Colorado & 
Santa Fe Ry. Co. et al. 
6517—General Construction Co. vs. A. T. & S. F. Ry. Co. et al. 


June 23—Minneapolis, Minn.—Examiner Henderson: 
5561—McecCaull-Dinsmore Co. vs. Mo. Pac. Ry. Co. et al. 
6673—McCaull-Dinsmore Co. vs. C. M. & St. P. Ry. Co. 
eee Lumber and Grain Co. vs. C. M. & St. P. 

Ry. Co. 
5639—-Gamble-Robinson Co. et al. vs. Chicago Great Western 
R. R. Co. et al. 


ne 24—Minneapolis, Minn.—Examiner Henderson: 

6522—E. P. Stacy Fruit Co. vs. Northern Express Co. et al. 

an mearute and Tile Co. vs. N. Y¥. Cent. & Western 
ty. Co. et al. 

|. & S. 404—Transit privileges on grain and grain products 
at St. Croix Falls, Wis. 


June 26—San Francisco, Cal.—Examiner Pugh: 
6717—San Jose Chamber of Commerce et al. vs. A. T. & S. F. 
et al. 
\. & §. 405—Transcontinental class and commodity rates to 
and from Marysville, San Jose and Santa Clara, Cal. 
6803—G. W. Hume et al. vs. Sou. Pac. Co. et al. 


June 26—Duluth, Minn.—Examiner Henderson: 
5545—Fitzsimmons-Palmer Co. vs. Northern Pacific Ry. Co. 
et al. 
6274—Duplex Mfg. Co. vs. C. M. & St. P. Ry. Co. 
6650—Bradley Timber and Ry. Supply Co. vs. Minn. & Im 
Ry. Co. et al. 


June 29—Portland, Ore.—Examiner Pugh: 
6490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. Co. et al. 
6523—City of Astoria, Ore., vs. Spokane, P. & S. Co. et al. 


June 30—Portland, Ore.—Examiner Pugh: 
6143—Idaho Junk House et al. vs. Ore.-Wash. R. R. & Nav. 
Co. et al. 
§252—Fleischner, Mayer & Co. vs. Nor. Pac. Ry. Co. et al. 
July 1—Portland, Ore.—Examiner Pugh: 
6260—Salem Iron Works et al. vs. Sou. Pac. Co. et al. 
6283—Northwestern Fruit Exchange vs. Payette Valley R. R. 
6293—Pacific Fruit and Produce Co. vs. Sou. Pac. Co. 
6306—Monroe & Criswell vs. Ore.-Wash. R. R. & Nav. Co. 
et al. 
July 2—Portland, Ore.—Examiner Pugh: 
6493—California Corrugated Culvert Co. vs. Ala. Gt. Sou. 
R. R. Co. et al. 
5675—Dant & Russell vs. Gilmore & Pittsburgh R. R. Co. 
July 6—Seattle, Wash.—Examiner Pugh: 
|. & S. 391—Transit privileges on carload shipments of fish. 
\. & S. 399—Rates on melons from California points. 
July 8—Boise, Idaho.—Examiner Pugh: 
6280—Boise Lumber Co. vs. Pacific & Idaho Nor. Ry. Co. et al. 
ily 9—Boise, Idaho—Examiner Pugh: 
6712—Public Utilities Commission of State of Idaho vs. O. S. 
L. R. R. et al. 
July 10—Boise, Idaho—Examiner Pugh: 
653i—Crane Falls Power and Irrigation Co. vs. 
R. R. Co. 
July 14—Denver, Colo.—Examiner Pugh: ; 
|. & S. 378—Live stock rates from Texas and New Mexico 
points. 
4877—American National Live Stock Assn. et al. vs. Sou. Pac. 
et al, 
July 15—Denver, Colo.—Examiner Pugh: 
|. & S. 421—Cancellation of routes in connection with carload 
shipments of wool and mohair from stations in Colorado, 
New Mexico and Utah to eastern destinations. 
6153—Kenefick-Quigley-Russel Construction Co. vs. Sou. Ry. 
Co. et al. 
6362—Browne Iron Works vs. C. B. & Q. R. R. Co. et al. 
6767—Lawrence M. Purcell vs. C. B. & Q. R. R. Co. et al. 





J 
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APPLICATIONS UNDER PANAMA CANAL ACT. 


Hearings at Cleveland, O., Federal Building, 10:00 A. M. 
June 22—6571—Duluth, South Shore & Atlantic Ry. Co., Mich- 
igan Central R. R. Co., Grand Rapids & Indiana Ry. Co. 
(Mackinac Transportation Co.) 
ne 22—6614—Chicago & Erie R. R. Co. (tugs, car floats, 
barges, etc., on Chicago River and harbor). 
ne 23—6618—The Pennsylvania Co. (The Pennsylvania-Ontario 
Transportation Co.). 
June 23—6666—The Canadian Pacific Ry. Co. (The Pennsyl- 
vania-Ontario Transportation Co.). 
e 24—6624—-The Grand Trunk Ry. Co. of Canada (The On- 
tario Car Ferry Co.). 
ne 24—6671—The Buffalo, Rochester & Pittsburgh Ry. Co. 
(The Ontario Car Ferry Co.). 
ne 25—6616—Erie R. R. Co. (The Lake Keuka Navigation Co., 
only). 
ne 25—6709—The Ann Arbor R. R. Co. (car ferries). 
e 26—6691—The Pere Marquette R. R. Co. (various car fer- 
ries), The Pere Marquette R. R. Co., The Bessemer & 
Lake Erie R. R. Co. (The Marquette & Bessemer Dock 
and Navigation Co.). 
June 26—6786—The Grand Trunk Western Ry. Co. (Grand Trunk 
Milwaukee Car Ferry Co.). 


THE TRAFFIC WORLD 


PULLMAN COMPANY’S ANSWER 





As has been announced, a further hearing has been 
granted by the California Railroad Commission to the 
Pullman Co. on the matters covered by the recent 
opinion filed by the commission concerning the rules, 
regulations and practices of that company. The feature 
of the commission’s report which attracted the most 
attention was aimed at the tipping system, but some 
other practices were condemned on the assumption by 
the commission of certain facts. The company, in filing 
its petition for rehearing, in many instances denied the 
facts assumed. . 

The company’s petition, which is in the nature of 
an answer to the opinion, says it is not true that the 
company seeks to get the longest haul for its passengers 
to the exclusion of passengers at intermediate stations; 
that it is not a question of the revenue or of the rate, 
but of furnishing of facilities so as to accommodate 
the traveling public to the greatest extent possible; 
that the duplicate sale of sleeping-car berths is not 
the fault of the system of making the sales, but grows 
out of mistakes made by the agents who sell the berths; 
that everything possible is done to guard against such 
mistakes; that it is not true that berths are held out 
by employes for the purpose of forcing a gratuity; that 
such complaints are infrequent, and when discovered 
the employe implicated is always punished; that all 
its superintendents and inspectors are charged with 
the duty of giving instructions to porters to perform 
the work of putting away berths in the early hours of 
the morning with the least possible noise, in order not 
to disturb passengers who are still sleeping, and that 
there has been great improvement and no further com- 
plaints of that kind. The company denies that hotel 
porters buy up berths and sell them at advanced prices, 
and calls on the commission for information as to that 
practice, which the commission says exists in California. 
It is denied that employes pay less attention to women 
passengers than to men, or pay less attention to pas- 
sengers in tourist cars than in standard cars, and it is 
denied that the tourist cars are not kept in sanitary 
condition and as cleanly as is possible. It is stated 
that the regulations as to cleanliness apply to both 
classes of cars, and that the company furnishes free 
drinking cups on all its cars. 

With respect to wages and tips, the company denies 
that the wages of porters are only $27.50, but claims 
that is the minimum, and that the wages run from that 
amount to $47.50 a month. The company takes the 
position that employes should not be prohibited from 
receiving tips which the traveling public see fit to give 
them, especially for a service performed for the traveler 
not within the duty for which the porter is employed. 
It is argued that the question of wages is a matter of 
contract between the company and its employes, which 
must be settled between them, and it is proposed so 
to amend the rules with respect to gratuities that what 
the commission refers to as compulsory tips will not 
be possible. 

The commission also said it had information that 
the company had withheld from certain employes, on 
account of this investigation in California, the annual 
bonus of an extra month’s wages given to all car em- 
ployes having a clear record for a year. This is denied. 
The rehearing has been set for June 11. 
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THE TRAFFIC WORLD 


Vol. XIII, No. 22 


Increasing Efficiency on the Short Haul 


New devices and methods that have made 


other branches of traffic work. Contributions are welcomed. 


by increasing efficien 


WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


LOADING RULES 





In a circular to the members of the Traffic Bureau 
of Associated Industries, Central Manufacturing District 
of Chicago, W. E. Cullen, traffic director, discusses Rule 
124 of the code of loading rules of the Master Car Build- 
ers’ Association, governing loading material in box or 
stock cars when the opportunity is provided for inspec- 
tion. The rule says: 


Lading must be secured in closed cars so that it will not 
come in contact with side doors or roll and shift in transit. 
Cars equipped with protection slats nailed to outside door posts 
or to doors will not be accepted. 


The circular says consideration was given to the 
rule at the May meeting of the directors, and continues: 


This rule does not specify the size, quantity or kind of 
braces or supports necessary to secure loads and protect car 
doors, and necessary to insure tranportation of the numerous 
commodities shipped by members of the Traffic Bureau. 

The present rule is subject to different interpretations by 
the many car foremen and car inspectors of the different Trunk 
Line railroads operating in and out of Chicago. Experience 
has shown that a car that will be passed by one inspector is 
refused by the next inspector, and instances have come to the 
notice of the Traffic Bureau where two cars of the same com- 
modity, braced and supported with the same materials and in 
the same manner, did not receive the same results of inspection 
at the hands of the Trunk Lines. One car was passed by the 
inspectors and the other car, braced and supported in the same 
identical manner, was rejected by other Trunk Line inspectors. 
The same experiences have been met with in connection with 
various commodities shipped by members of the bureau. For 
this reason it is suggested that all members forward to the 
traffic director, at the earliest possible date, their suggestions, 
based on past experience and supported by their own technical 
reasons, of the size, quality and quantity of bracings necessary 
to secure their particular commodities from shifting and to 
protect car doors. 

This information will be condensed and, through our affilia- 
tion with the National Industrial Traffic League, we will have 
the subject presented through that body to the American Rail- 
way Association, in an effort to have the Master Car Builders’ 
Loading Rule revised to cover each specific commodity in which 
our members are interested. 

If this can be accomplished, it will eliminate the numerous 
conflicts now arising owing to the differences of opinion held 
by the various car foremen and inspectors of the Trunk Lines 
as to the kind of bracings and supports which, in their diversi- 
fied opinions, are necessary to insure the safe operation of cars. 

If our members will give this their early attention it will enable 
this office to have the matter considered by the National In- 
dustrial Traffic League at its coming summer meeting and put 
. in the hands of a committee for early presentation to the 
American Railway Association. 


HELPING THE STATION AGENT 


The New Haven Railroad has organized a new 
“Bureau of Station Service” to give assistance to sta- 
tion agents and to exercise general supervision of the 
work at all stations, particularly with reference to the 
weighing and classification of freight. George L. Graham 
is at the head of the new bureau. 

Instead of having the weight and classification of 
shipment inspected and checked at common points where 
railroads meet, the New Haven now undertakes this work 
at all of its stations. Traveling agents are assigned to 
each division to study the traffic conditions in that par- 
ticular territory and to apply the classification require- 
ments impartially and effectively to all traffic. One of 





the principal aims of the new bureau is to see that all 
weighing is done properly and that the agents understand 
the classification of freight and are kept informed of 
all changes in the rules affecting their own territory. 
As this classification is the basis for the payment of 


all freight charges, it is important both for the company 
and the shipper that they be thoroughly understood by 
these agents, who have to receive the freight and make 
out the waybills. 

Arrangements have been made with something like 
4,000 shippers for the inspection of the weights of their 
shipments under reasonable supervision. The effect of 
such an arrangement is to facilitate traffic, as it relieves 
the railroads of the necessity of reweighing a shipment, 
a process which naturally causes delay. 

One object of the new bureau will be to reduce the 
number of claims by increasing the efficiency of the force 
and also to reduce the amount of freight carried astray. 
Still another aim is to expedite the movement of unloai- 
ing and loading freight cars. 


SAN DIEGO NEW TERMINAL 





The new terminal station of the Santa Fe Railroad 
at San Diego, Cal., is expected to be one of the finest 
in the state. The people of San Diego have been |look- 
ing forward many years for a station to be built that 
would do justice to the city’s growth and the increased 
travel to southern California. The final plans contem- 
plate a picturesque building of the mission style, 650 
feet in length. The ground has been tested and steel 
for the framework ordered. First of all, it is said, the 
comfort of passengers has been considered, while the 
second consideration has been the convenience and 
economical maintenance of the station. 

It is in close proximity to the city’s wharves—now 
complete and upon which $1,000,000 has been expended. 

Trackage for freight handling has been secured on 
the city’s tide lands, and new freight houses will be 
erected as necessity demands. The extensive freight 
and passenger sheds on the new municipal wharfs 
will give the stranger who enters San Diego a fairly 
g00d idea of the commercial traffic expected after 
Panama waterway is opened. 


CLAIM PREVENTIVE 





(The Frisco-Man) 

The organization of a Freight Claim Preve! 
Committee on the Northern Division, at a meeting ca 
by Superintendent O. H. McCarty, at Fort Scott, kK 
May 7, is an important move in the right direction 

The object of this Claim Preventive Comm 
is, as its name indicates, to devise ways and means 
for preventing and eliminating freight claims. It a 
movement started to interest our employes in claim 
preventive matters; to correct conditions in our trans 
portation department, and practices of employes hay) il 
to do with the handling of freight, resulting in dams‘ 
of any kind. 

It is proposed that the committee hold four n 
ings each month at the following points: Fort 5S: 
Pittsburgh, Kansas City and Springfield. The first n 
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will be held at Fort Scott, June 9, at which time 

dates for the meetings at other points will be 

ged. 

The feature of discipline will not enter into the 

of the committee nor will punishment be inflicted 
esult of anything which might come up at the meet- 
or be reported by the committee. The purpose of 
meetings is purely educational. 

Employes are invited to send ideas, suggestions 

criticisms in line with the work of the committee 
direct to aby member, or to Chairman O. H. McCarty. 
Of course, the ideas advanced should be written legibly 
and briefly, but above all else they should be specific. 

In case of emergency, report should be made direct 
to the party concerned, as well as to superintendent, 
in order that immediate action may be taken. In other 
words, all detrimental situations should be _ corrected 
promptly as possible. 

The Northern Division was the first on the Frisco, 
and perhaps the first on any railroad, to organize a 
committee to try out this new plan, and its success 
depends entirely upon the co-operation of employes in 
all branches. It is up to the men to see that the results 
are not disappointing, and if they are alive to the op- 
portunities offered to correct situations that are causing 
it will be but a short while before all that has 
been planned by the organization will have been 
achieved, and freight claim payment will be materially 
reduced. 


claims, 


SHIPPING CLERK WANTED 


The following appeared in the classified wants, in 
the St. Louis “Globe-Democrat” of April 15: 


WANTED—First-class shipping clerk who is familiar with 
city and all railroads; no drinker or one who takes “an 
isional glass of beer’’ need apply; not necessary to be a 
rch member or a prize fighter, but one who can hold his 
ind occasionally lick a teamster when the occasion calls 
t; a good, steady, hard-handed, all-around worker, but not 
sassy. If you can fill all these requirements and have a 
of legs, two arms and a hard head, you may apply. 
-You are docked $4 every time you attend a funeral 
ess it is your own, and then the boss gets the $4 to compen- 
im for the loss of your services when you are getting 
ed. Address. J-29, Globe-Democrat. 


DRAFTS FOR CLAIMS 


An innovotion, put into effect on the Frisco May 1, 
is announced in Circular No. 53, covering instructions 
regarding payment of claims by draft, issued by G. E. 
Whitelam, superintendent freight loss and damage claims. 

Formerly agents had authority to pay claims of cer- 

character and for certain amounts under what was 

ed the 75-A plan, which necessitated carrying the 
unts through the agent’s accounts and involved con- 
lerable work and detail. 

Under the new plan agents are furnished with draft 

Ss, and the 75-A plan is abolished. All agents are 

ilired to do under the new arrangement is to see that 

S are properly supported with the necessary docu- 

's, satisfy themselves that the claims are just and 

d be paid, then issue draft, observing carefully the 

ictions set forth in Circular No. 53. 

is believed the new plan will not only obviate 
lerable work on the part of the agents, but will make 
with patrons of the company. 

Superintendent of freight loss and damage claims is 
provided with authority to pay claims for certain amounts 
by draft, instead of voucher as heretofore. When a claim 
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is ready for payment, draft will be issued by superin- 
tendent of freight loss and damage claims to cover, and 
will be mailed direct to the claimant with a letter calling 
attntion to the circumstances. 


The circular follows: 

1914, Joint Circular, Assistant General 
Freight Claim Agent’s No. 40, Auditor 
Freight Accounts’ No. N-190, is hereby canceled, and the 
following system will be adopted for the payment of freight 
loss and damage claims by agents: 

(A) Agents will be furnished with a book of drafts, lim- 
ited to authorized amounts, WHICH MUST BE KEPT UN- 
DER LOCK AND KEY. 

(B) When claims are presented they must be fully sup- 
ported with the following documents: 

(a) Original Bill of Lading, or shipping receipt, or Bond 
of Indemnity in lieu thereof, 

(b) Paid freight bill, 

(c) Bill of claimant, 

(d) Original invoice or certified copy 

(e) Copy of OS&D report. 

(The absence of any of said documents should be ex- 
plained.) 

(C) Agent must satisfy himself of the invoice price, and 
also satisfy himself that proper credit is given for the salvage, 
if any, or that same is turned over to this railroad. 

(a) On shipments of flour damaged by wet, the actual 
damage is usually very small; when the sacks become wet 
the flour on the inside forms a paste impervious to water. 
Claimant should be requested to order new sacks from the 
mill and re-sack the flour, and you will pay claims only for 
the net loss after this is done. If in doubt as to the proper 
amount of damage or salvage, do not pay claims for wet dam- 
age to flour, but send them to the superintendent freight loss 
and damage claims in the usual way. 

(D) Agents must not pay freight loss and damage claims 
covering the following, but should forward them promptly 
to superintendent freight loss and damage claims at Spring- 
field for attention: 

(a) Perishable freight, 

(b) Grain or coal, 

(ec) Live stock, 

(d) Sewer pipe or clay products, 

(e) Carload freight. 

(E) Agents must not pay freight loss and damage claims 
due to fire or to act of Providence or when same are not 
presented within four months’ limitation clause, as set forth 
in Section 3, Paragraph 3, of the Uniform Bill of Lading, but 
submit same promptly to the superintendent freight loss and 
damage claims. 

(F) After satisfying yourself that a claim should be paid 
(with the above restrictions carefully observed), fill out draft, 
showing complete and correct information in proper space as 
to date, year, claimant’s name or, if through claimant’s at- 
torney, in care of attorney (name), amotnt, station claim 
number, claimant’s number, if any, cause (loss or damage), 
character of shipment, waybill number and date, point of 
origin and destination. Agent’s stub and advice stub must 
be filled out to show date, amount, claimant’s name, address, 
station claim number, and nature of claim adjusted. Agent 
must place station stamp in place provided on advice stub 
and draft, and agent or his authorized representative must 
sign the draft and advice stub with pen and ink. . The draft 
must be delivered to the claimant or his attorney, if one is 
employed. Advice stub must be attached to face of claim 
papers and forwarded by first train mail under registered 
cover to superintendent freight loss and damage claims, 
Springfield, Mo. Agent’s stub must be retained in proper file 
for future reference. 

(G) If in doubt as to the proper manner of handling 
and payment of claims under this circular, apply to superin- 
tendent freight loss and damage claims or superintendent for 
information, or if you cannot get the matter straightened out 
do not pay the claim, but send to the superintendent freight 
loss and damage claims in the usual way. 

(H) Agents in paying claims by draft, as per these in- 
structions, will understand that neither the draft nor the 
payment of the claim is to be taken up in any manner in 
their station accounts, 

TO OUR PATRONS: 

As another step in our movement toward a more prompt 
payment of claims, we have established, effective May 1, 1914, 
a system of payment by draft which will be extended and 
include all agents who have heretofore had authority to make 
payments. Their authority will be for the same amount that 
they have had, and the only difference is an increased con- 
venience for our good friends. 

This office, also, will make payments by draft of claims 
for amounts not exceeding ten dollars, such drafts to be 
mailed to claimants direct, instead of being passed to the 
accounting department for audit and mailing as before. This 
also means more prompt remittances, as drafts should be 
received from three to five days earlier than under the old 
plan. 

We shall from time to time make such improvements ag 
circumstances will permit in further practical demonstration 
of our motto. PAY IT NOW. 


Effective May 1, 
Manager’s No. 14, 


thereof, 


LAKE SUPERIOR DEMURRAGE. 

The April statement of the Lake Superior Demurrage 
Bureau shows: Total cars, 21,175; days, 25,782: per cent, 
1.21; demurrage collected, $1,179; uncollected, $903; ex- 
penses, $795.32. 








PERSONAL NOTES 


The Western Transit Co. announces that, effective 
June 1, E. S. Penberthy is appointed auditor and freight 
claim agent, with office at Buffalo, N. Y. 

H. F. Sanborn has been appointed general agent of 
the freight department of the Great Northern at St. 
Paul, Minn., vice R. M. Smith, resigned to engage in 
other business. 

W. F. McClure, general freight and passenger agent 
of the Galveston, Houston & Henderson, has resigned, 
the resignation to take effect June 1, and will be suc- 
ceeded by R. E. Tipton of Houston, Tex. 

The Union Pacific Railroad Co. announces that F. 
W. Charske is appointed auditor of freight accounts, 
with headquarters at Omaha, Neb., vice W. H. Ander- 
son, retired under the pension rules of the company. 

S. E. James has been appointed traveling agent of 
the New York Despatch Refrigerator Line, National 
Despatch Refrigerator Line and Chicago, New York & 
Boston Refrigerator Co., with headquarters at Chicago. 

C. A. Carpenter, general manager of the Tavares 
& Gulf, at Tavares, Fla., has been appointed assistant 
general freight agent of the Seaboard Air Line, with 
office at Jacksonville, Fla., succeeding A. J. Fox, trans- 
ferred. 

J. J. Kirby, having tendered his resignation, effective 
June 1, the office of general passenger agent of the Ann 
Arbor Railroad Co., Manistique & Lake Superior Railroad 
Co., will, on that date, be abolished. H. S. Bradley is 
appointed traffic manager, in charge of freight and pas- 
senger traffic, effective June 1. G. A. Weller is appointed 
assistant general freight and passenger agent, with head- 
quarters at Toledo, O. He will have charge of all local 
freight and passenger traffic. 

S. G. Strickland, assistant general manager of the 
Chicago & Northwestern, and T. J. Foley, general man- 
ager of the Illinois Central, have been elected members 
of the Committee on Transportation of the American 
Railway Association, to fill vacancies. C. L. Bardo 
(N. Y., N. H. & H.) has been chosen a member of the 
committee on nominations, in place of J. C. Stuart, 
who died. E. D. Brouner (Michigan Central) has been 
elected a member of the committee on maintenance. 

The New York, New Haven & Hartford Railroad 
Co. has made the following appointments and transfers, 
effective May 25: W. H. Foster appointed superintend- 
ent of the New York Division, vice C. H. Motsett, re- 
signed to accept service with another company; J. D. 
Gallary appointed superintendent of the Shore Line 
Division, vice W. H. Foster; R. D. Fitzmaurice appointed 
superintendent of the Providence Division, vice J. D. 
Gallary; M. D. Miller appointed superintendent of the 
Western Division, vice R. D. Fitzmaurice. 





The following members of the executive committee 
of the American Association of Freight .Agents were 
in session at the Congress Hotel, in Chicago,-May 25: 
H. J. Griffing, agent, M. & O. R. R., Mobile, Ala.; J. L. 
Harrington, agent, C. B. & Q. R. R., Omaha, Neb.; 
W. R. Lence, agent, St. L, I M. & S. Ry., Memphis, 
Tenn.; W. R. Wells, agent, Ill. Cent. R. R., Bast St. 
Louis, Ill.; W. R. Prickman, agent, Wab. Term. Ry., 
Pittsburgh, Pa.; M. H. Rudolph, agent, Cc. & E. I. Ry., 
St. Louis, Mo.; G. E. Smith, agent, Q., O. & K. C. R. R., 
Kansas City, Mo.; F. Laughlin, agent, Erie R. R., Cleve- 
land, O.; W. E. Smith, live stock agent, M. C. R. R, 
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Detroit, Mich. It was decided to hold the next annua] 
meeting at Richmond, Va., May 17, 1915. 

At the twenty-third annual session of the Freight 
Claim Association, at Galveston, Tex., May 13, 14 and 
15, the following officers and members of the arbitra. 
tion and appeal committees were elected: President, 
J. W. Newell, auditor freight accounts, Chicago, Bur. 
lington & Quincy R. R.; first vice-president, E. Arnold. 
freight claim agent, Grand Trunk Ry.; second vice. 
president, W. O. Bunger, freight claim agent, C., R. | 
& P. Railway; secretary and treasurer, Warren P. Tay- 
lor, traffic manager, R., F. & P. R. R. and Wash. Sou. Ry. 
Arbitration Committee “A’—G. C. Arnold, chairman, 
F. C. A., Lehigh Valley R. R.; H. R. Grochau, F. C. A, 
C.,, St. P., M. & O. Ry.: T. S. Walton, F. C. A., Mis. 
souri Pacific Ry. Arbitration Committee “B”’—R. Kemp 
Slaughter, chairman, auditor, Atlanta, Birmingham ¢& 
Atlantic R. R.; D. B. Daley, F. C. A., Kansas City South 
ern Ry.; H. F. Bidwell, F. C. A., Boston & Maine R. R. 
Arbitration Committee “C”’”—J. M. Eedson, chairman, 
F. C. A., Michigan Central R. R.; H. M. Moors, F. C. A, 
Bs + 13m B.S SS Cat RS Joe FP. OC. A, 
Terminal R. R. of St. Louis. Appeal Committee—J. J. 
Hooper, chairman, F. C. A., Southern Railway; A. B 
Thompson, F. C. A., D., L. & W. R. R.; F. E. Shallen. 
berger, auditor, Union Line; J. F. Horrigan, F. C. A, 
Northern Pacific Ry.; J. M. Brewer, F. C. A., Southern 
Pacific Co., Pacific System. 





DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago will have an outing 
at the Midlothian Country Club, Tuesday, June 2. There 
will be golf, tennis, baseball, bridge whist, music, dan 
cing, luncheon and dinner. 

The Traffic Club of The Greater Dayton Association 
held its second regular meeting May 11. E. H. Guth 
ridge, traffic manager of the Maxwell Motor Car Co 
addressed the club on “Speculative Efficiency.” The 
speaker demonstrated that many practices, both by the 
carriers and the shippers, might be improved upon. 
This club was organized along broad lines, so as t0 
include all employes of the railroad, express and trac 
tion companies, and employes of the postal service, 4s 
well as shippers’ representatives having any interest in 
matters pertaining to transportation. It is officered by 
J. C. Crume of the Monarch Tag Co., chairman; J. ! 
Montgomery, local freight agent of the Erie Railroad, 
first vice-chairman; J. E. Wilson, local agent of the 
United States Express Co., second vice-chairman; R. H 
Hagerman, assistant traffic manager of the National 
Cash Register Co., recording secretary. The next reg 
lar meeting will be held June 8, when A. L. Belyme!, 
chief clerk of the Railway Mail Service, Cincinnati, 
will address the club on Railway Mail Service. 








FINE FOR A. G. S. RAILROAD. 

By consent of the United States district attorneys 
and the counsel for the Alabama Great Southern Railway, 
United States Judge Grubb at Birmingham, Ala., has im 
posed a fine of $5,000 on the railroad company for alleged 
violation of the interstate commerce law relative to clarsé 
being made by the railroad on an interstate shipmet! 
lower than the published rates filed with the Commissi0.. 
The Alabama Great Southern was recently indicted DY 
the federal grand jury on the charge of shipping tton 
from Boaz and Albertville at less than the rates pub! ished. 
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UNITED STATES AND DOMINION TRANSPORTATION CO, 
DOMINION TRANSPORTATION CO,, LTD. 


FREIGHT and PASSENGERS LINES 
LAKE SUPERIOR eaheren GEORGIAN BAY 


Connections with all rail and boat lines at 


DULUTH PORT ARTHUR ASHLAND OWEN SOUND 
FT. WILLIAM BAYFIELD SAULT STE. MARIE MICHIPICOTEN 


SERVICE UNEXCELLED 


Write for FREIGHT TARIFFS, DESCRIPTIVE LITERATURE of our SCENIC ROUTES and SCHEDULES to 


L. P. HOGSTAD, Superintendent. L. D. ROSENHEIMER, Traffic Manager Cc. AINSWORTH, Manager 
DULUTH, MINN. CHICAGO, ILL SAULT STE, MARIE, MI ICH. 





























UNITED FRUIT COMPANY 


Steamship Service 
Regular Passenger and Freight Sailings from 


NEW YORK, BOSTON & NEW ORLEANS 


—_TO— 
Kingston, Port Antonio and Jamaica Outports, Ha- 
vana, Cuba, Colon and Bocas del Toro, Panama, 
Cartagena, Puerto Colombia and Santa Marta, 
Colombia, 
Port Limon, Costa Rica, 
and ports of 
Gautemala, Honduras and British Honduras. 









Chicago’s 








Newest and Biggest 















Storage Warehouse 































Located in the heart of the business district, 
has one million square feet of fire- 
proof storage space. 























CONNECTIONS. 

At COLON—for Panama City and Pacific Coast 
ports of Colombia, Ecuador, Peru, Chile, Mexico 
and Central America. 

At CARTAGENA and PUERTO COLOMBIA—for 
Bogota, Medellin and interior points of Colom- 


Short hauls for teams of city customers 
and unexcelled shipping facilities. 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 










Dia. 

At PORT LIMON—for San Jose and other points 
on the Northern Railway. 

At PUERTO BARRIOS—for Guatemala City and 
other points on the International Railways of 

Central America. 












Descriptive Booklet on Request. 










ADDITIONAL SAILINGS from Philadelphia, 
Baltimore, Mobile and Galveston. 





Soo Terminal Warehouse Co. 


519 West 12th Street 
CHICAGO 


Phone Canal 5740 
















For rates and other information address 

M. V. RODNEY General Freight Agent, 
17 Battery Place, New York, N. Y. 

J. J. KELLEHER General Freight Agent, 

630 Common "Street, New Orleans, La. 



















TANK CARS 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
| TERMS REASONABLE 


KEITH CAR COMPANY 


| Peoples Gas Building CHICAGO, ILL 




























FAR-EASTERN SHIPPING 





(Consul General George E. Anderson, Hongkong.) 

There was notable development in the shipping serv- 
ices of the far East during 1913 and the indications are 
that developments in 1914 will probably be as great, if 
not greater, than in the past year. This development is 
witnessed not only in connections of the far East with 
Europe by way of the Suez Canal, but also in a larger 
way in connections of the United States with Asia by 
way of the Pacific. It is significant that, while shipowners 
hesitate to indicate exactly their plans for establishing 
a service from Hongkong and the far East generally to 
the east coast of the United States via the Panama Canal, 
there has been no material development in the connections 
of the east coast of the United States and Hongkong by 
way of the Suez Canal, and no developments at present 
are promised. 

The feature of recent development meriting most at- 
tention is the manner in which freight services from Hong- 
kong to the Pacific coast of the United States have been 
augmented, usually in line with anticipated extension of 
such services to the east coast of the United States, and 
eventually around the world by way of the Panama Canal. 
During the past year the Canadian Pacific Co. inaugurated 
its semi-monthly service from Hongkong to Vancouver, 
half the vessels of which make the trip from Vancouver 
to Hongkong and vice versa in 17 days, effecting mails 
to and from New York and Hongkong in 21 days, the 
other vessels requiring about 3 days longer, but still con- 
stituting the fastest service ever maintained between the 
United States and the Orient. The Hamburg-American 
Line established a new freight service between Hongkong 
and Puget Sound ports early in the year, maintaining a 
monthly service. The Royal Steamship Co. established a 
similar service about the same time. These services have 
been continued and augmented, and it is now announced 
that during the current year these services will be further 
increased by the substitution of larger and better vessels 
and more frequent sailings. The service of the Royal 
Mail Line, for example, now includes new 10,000-ton liners 
like the Carnarmonshire and Cardiganshire, vessels just 
built for the service and just being put into the North 
Pacific trade. There have been substitutions of larger 


and finer vessels of the Blue Funnel Line on the trans- 
pacific run during the past year, and more improvements 
in the service of that line are promised during the current 
year. 


Transpacific Traffic. 


The situation as regards the transpacific service gen- 
erally awaits developments of the Panama Canal traffic, 
and also is materially affected by the revision of subsidies 
for Japanese shipping, which is to be made during the 
current year. (See Daily Consular and Trade Reports for 
May 1, 1914.) All three Japanese companies in the trans- 
pacific trade improved their services during the past year. 
The Toyo Kisen Kaisha added a steamer to its fleet in 
this service, accelerating the joint schedule of the Hong: 
kong-San Francisco lines, while the Nippon Yusen Kaisha 
substituted a number of larger ships for those in service, 
This company launched two vessels of 10,500 tons each 
and will soon have completed in Japanese yards three 
steamers of 12,000 tons and two of 6,500 tons in British 
yards. In addition, the company has ordered six cargo 
boats of 7,500 tons each, part of which will be completed 
the current year. It is understood that some of the larger 
vessels of the company will be substituted for smaller 
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vessels now on the transpacific run. The Osaka Shos 
Kaisha is now constructing two 10,000-ton steamers jn 
Japan, to be completed within current year, for the t: 
pacific service. 


oS 
m 





LUMBER CLASSIFICATION. 


Reported action contemplated by the railways in line 
with the suggestion made a short time ago by the Inter. 
state Commerce Commission, relative to classification of 
lumber shipments, has created considerable apprehension 
on the part of lumber shippers. The first official action 
in the matter is by the Southwestern Lumbermen’s Asgso- 
ciation, which has addressed a circular letter to its 
members calling attention to the necessity of concerted 
action to forestall the movement to carry out the Con.- 
mission’s recommendation. The communication outlines 
the history of the matter and sets forth the objections 
to. the proposition from the retailer’s standpoint. The 
suggestion of the Commission was that rough lumber 
and the finished product should not take the same rate 
The finished product under consideration at the time 
was club-turned spokes. 


NEW BUILDING FOR EXPRESS. 

Popular belief that the parcel post has left the 
express companies in straits is contradicted by news 
that the American Express Co. would erect a $2,000,000 
office building on lower Broadway, New York. The build. 
ing is to be thirty-two stories high and is to have a 
frontage of eighty feet on Broadway. It will run through 
the block to Trinity place and adjoin the newly com 
pleted building of the Adams Express Co. The site, 
now occupied by two five-story buildings, is estimated 
to be worth $2,500,000. Of the thirty-two floors, the 
express company will reserve ten for its Own use 


CALIFORNIA RATE DECISION. 


The California railroad commission has rendered a 
decision in which it finds that the rates and charges of 
the Atchison, Topeka & Santa Fe Railway Co. on carload 
lots of sheet-iron heaters between Los Angeles and Oak- 
land are not unreasonable. The complaint of Pinney & 
Boyle Manufacturing Co. against the railroad alleging an 
unreasonable rate on this class of freight has been dis 
missed. 


DIGEST OF NEW COMPLaiNTS 


No. 6902. Van Dusen-Harrington Co., 
C. M. & St. P. et al. 
Unjust and unreasonable charges on 









Minneapolis, Mi 


shipments of 


corn from Iowa and Nebraska points via Minneapolis t 
in California. Reasonable rates asked for an reparatio 
No. 6903. Muskogee Traffic Bureau vs. Missouri & Kansa 


Unjust and unreasonable and unduly discriminatory 1 
petroleum and petroleum products between Kansas and 
homa points. Cease and desist and just and non-d 
inatory rates asked for. 

No. 6904. Charles Scheaffer & Sons, 
Pacific et al. 
Against excessive charges on grain and grain product 


Brooklyn, vs. Ca 


Fort Williams, Ont., to New York City. Ask for repa 
No, 6905. Cycle Motor Co., North Yakima, Wash., vs. N 
Pacific et al. 
Against excessive charges on motorcycles from 


Works, O., to North Yakima. 
reparation. 

No. 6906. R. J. Darnell Co., Inc., Leland, Miss., 
Tenn., vs. Yazoo & Mississippi Valley et al. 
Against excessive charges on gum lumber from Lela: 
elsewhere to New Orleans for export. Asks for reparati- 

No. 8914. Florida East Coast Line. Application for au 
to continue ownership of 7,500 of the 15,000 shares 
Peninsular and Occidental Steamship Co., with boats ng 


Ask for reasonable rat 


and M« 


between Miami, Fla., and Nassau and between Key W« 
Havana. 
stock. 


Atlantic Coast Line owns other 7,500 sha 
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Directory of Attorneys 
Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 


Suite 956 First National Bank Bldg., 
Chicago, IIl. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Watson & Abernethy 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


‘B. G. 
Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 
Special Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 


Rufus B. Daniel 


Interstate Commerce Cases Only 


SEVEN YEARS 
AT-THE-BAT IN 


El Paso, Texas 


BORDERS, WALTER & BURCHMORE 
555-561 Rookery, CHICAGO 
Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILIT|'€5 


M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


John S. Burchmore 


As a Friend of THE TRAFFIC WORLD. please Mention the paper In writing to attorneys. 
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MIXED CARLOAD DECISION. 

The Railroad Commission of Montana has decided 
in favor of the Bozeman Milling Co. its complaint 
against the Oregon Short Line Railroad Co. that the 
road exacted an unreasonable charge for transporting 
cereals when loaded in mixed cars with flour, etc. Ship- 
ments from Bozeman to points on the defendants’ line 
must be forwarded by either the Northern Pacific or 
the Chicago, Milwaukee & St. Paul, both of which per- 
mit the carload mixtures classified by the defendant as 
contraband. The commission said that, while one car- 
rier is not bound to follow a precedent established by 
another, still the commission must take cognizance of 
general practices in transportation matters, where there 
is no material difference in service to warrant an excep- 
tion. Under the tariff of the Oregon Short Line the 
milling company could load in mixed cars with flour, etc., 
cereals in cotton or burlap bags taking the mixed car- 
load rating of the road; but when these same cereals 
were put up in paper packages and enclosed in wooden 
boxes the road refused. to accept them other than at 
less-than-carload rates. 

FRISCO AGRICULTURAL DEVELOPMENT. 

The Department of Development of the Frisco Rail- 
road reports that for the six months ending April 1, 2,934 
farmers were located along their lines. These farmers 
brought with them 1,997 cars of farm equipment and pur- 
chased 333,765 acres of land. The large percentage of 
this development has taken place in the Ozark section 
of Missouri, which, according to the figures of the De- 
partment of Development, has received almost 50 per 
cent of the total immigration coming on to the railroad. 

POWER TO RAISE RATES. 

The power of the Missouri Public Service Commission 
to authorize a railroad to increase its rates above the 
maximum fixed by statute will be determined in the case 
of the Missouri Southern Railroad, which has filed an 
application to increase its rates. A physical valuation of 
this road by the engineers of the commission is now 
being made. Upon the inventory of property by these 
engineers the road hopes to demonstrate that it is en- 
titled to raise its rates above those fixed by statute. 


CARRIERS’ ANNOUNCEMENTS 


NEW THROUGH TRAIN SERVICE. 
The Michigan Central and Canadian Pacific an- 
nounce solid through service between Chicago, 
Toronto and Montreal, Monday, June 1. 





train 
commencing 
TO ASSIST GROWERS AND SHIPPERS. 

Anticipating unusually heavy fruit and vegetable 
crops throughout the southeastern states, the Southern 
Railway and affiliated lines (including the Cincinnati, 
New Orleans & Texas Pacific Railway, Alabama Great 
Southern Railroad, Mobile & Ohio Railroad and Georgia 
Southern & Florida Railway), through theif market 
agents at Atlanta, Cincinnati, Washington and St. Louis, 
have begun an active educational campaign for the pur- 
pose of assisting growers and shippers to dispose of 
their products. An illustrated pamphlet has been issued 
giving information in regard to marketing and proper 
methods of preparing, packing and loading the fruit 
and vegetables grown inthe South. Copies will be furnished 
to interested persons. The market agents will also put 
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growers in touch with dealers at the various important 
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points in the United States and Canada and help them 
find the best markets. 





MOBILE & OHIO EQUIPMENT. 

The Mobile & Ohio Railroad Co. announces ihe 
purchase of seven consolidation type freight locomotives, 
1,000 all-steel ventilated box cars, eight all-steel pas. 
senger coaches, four all-steel mail and baggage cars 
and four all-steel baggage and express cars at a cost 
of over a million dollars. This equipment will all be 
of the. most modern design, as well as of substantia] 
construction. . 


POSITIONS WANTED OR OPEN 


EXPERT RATE AND CLAIM MAN, at present Av- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference. 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, I)). 











TRAFFIC MANAGER—With railroad, industrial or 
commercial company. Age 39, married, competent and 
reliable. Nineteen years railroad experience, of which 
fourteen years with th Louisville & Nashville. Well 
versed in Interstate Commerce regulations. At present 
traffic manager and auditor of small steam railroad, 
having full charge of operations. My railroad experi- 
ence hs made me capable of holding most any position 
in operating, traffic or accounting railroad departments. 
My reason for making a change, is better schools for 
my children. Address K. M. R. 99, The Traffic World, 


Chicago, Il. 
SS ee a REC Le Ne rae 


Expert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and steel company, desires to 
make new connection with large industrial or commercial 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age 31; mar 
ried; temperate. B. A. 41, The Traffic World, Chicago, IIl. 





rd 


Young man, 27, experienced in SALES AND TRAF-: 
FIC WORK, at present employed, will change if offered 
proper inducement. Ability of the highest order and 
first-class references. S. Q. 19, The Traffic World. 


REVOLVATOR 


Reg. U. S. Pat. Off. 
Also} Known as 


“Portable Elevators” 

“Tiering Machines’’ 

“Case Stackers,” Etc. 
For 


Raising and Lowering 


heavy, bulky or fragile article 
piled one on top of anothe: 


A Time, Labor and Space 


Saver 


All fivles. Sizes, and Capacities 
Motor Power 


N. Y. REVOLVING PORTABLE ELEVATOR CO. iitsy any i. 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 
Huguenot Express Co. Buffalo Storage & Carting Co. 


NEW YORK, N. Y. BUFFALO, N. Y. 

524 West Thirty-sixth St. Phome 839 Greeley. For- 

warders, truckmen for all lines; bulk shipments from out 

of town a specialty; up-to-date facilities for storage 
and distribution. 




















350-356 Seneca St. “Unsurpassed facilities” for stor- 


ing, handling, transferrimg and forwarding goods. Tele- 
phone No. 633. 
















Judson Freight Forwarding Co., Inc. 


CHICAGO . 443 Marquette Buliding. 

ST. LOUIS . 1501 Wright Buliding. 
Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 


forwarded at reduced rates to all principal Western and 
Pacific Coast points. 












Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 















Import and export freight contractors, tramsfer and 
reshipping agents, cusf6m house brokers. Bomded and 
free warehouses. 












Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA. 


STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or small. 


Terminal Transfer & Storage Company, Inc. 
U. S. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


























Bash Storage Company 
FT. WAYNE, IND. 


Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam. 
Second city of Indiana. 














Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 











Jones & Company,inc. 


NORFOLK, VA. 


Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA, 



























WE CAN RECONSIGN AND STORE ANYTHING. 
CUSTOM HOUSE BROKERS. 


Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 

















Jenkins Express 


COLUMBIA, S&S. C. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO, 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING. 
















The Geographical Center of Its State. Four Railway 
Systems. River Transportation. 





Equipped for general storage, distribution, forwarding. 
Motor truck transfer. Private side track connecting all 
lines. 














EXPORT BUSINESS 






Most manufacturers are waking up to the fact that this 
If you want the names of Warehousemen at is an important subject and are reaching out for such 
cities not shown in this Directory, write trade. A competent Forwarding Agent can be of material 

. assistance to manufacturers, 
The Traffic Service Bureau, We quote rates of Freight and Marine Insurance to all 
Chicago. places abroad and shall gladly answer inquiries respecting 


Consular Regulations, Customs Duty, etc. 
G. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur- Mer. 







LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS = at ea eee seccenmission eee 


- Pres., Cincinnati, O.; R. S. Frenc 
The National Industrial Traffic League. Officers. Business Manager, 202-204 Franklin om 
Object—The object of this league is New York. 
to interchange ideas concerning traffic 2a. Ge WHERIGO «6 « cswivssvatnus ets President 



































matters, to co-operate with the Inter- Commissioner, Transportation Bureau of ; a 
state Commerce Commission, state rali- Commercial Club, Kansas City, Mo. Northern Pine Manufacturers’ Assocla- ; 
road commissions and transportation J. Keavy ........scseeseees Vice-President tion. H. 8S. Childs, Secy., Minneapolis. 
‘omparies in promoting and securing Commissioner, Freight and Traffic Di- Sterling Manufacturers’ and Shi 
better understanding by the public and vision Chamber of Commerce, Indian- Association. In e of traffic in- 
the state and national governments of apolis, Ind. dustries located at and Rock 
the needs of the traffic world; to secure Oscar F. Bell ........ Secretary-Treasurer Falls, Ill. W. P. Benson, President: H. 
proper legislation where deemed neces- T, M. Crane Co., 836 South Michigan H. Wood, Vice-President; W. J. Bur- 
sary, and the modification of present Ave., Chicago, Ill. leigh, Secretary-Treasurer; W. E. Long 
‘aws where considered harmful to the David P. Chindblom...... Asst. Secretary Traffic Manager. 
free interchange of commerce; with the 5 North La Salle St., Chicago. 
view to advance fair dealing and to 
Promote, conserve and protect the com- The Memphis Freight Bureau. L. R. 
mereial and transportation interests. National Implement and Vehicle Assocla- Donelson, Pres.; W. G. Thomas, Vice- 

Headquarters, Tacoma Bldg., 5 North tion. W. J. Bvans, Freight Traf. Mer., Pres.;: James S. Davant, Commissioner, 

La Salle St., Chicago. American Trust Bldg., Chicago, Ill. Memphis, Tenn. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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A TRIP TO WASHINGTON 


Takes Time and Costs Money 
WHY TAKE IT 


















When 


ne Traffic Service Bureau 











With its intimate knowledge of 
the various Governmental De- 
partments will serve you 
reasonably and well? 











Rate Compilations or Comparisons 
Classification Inquiries 
Statistical or Historical Data 
Any Special Service 


WRITE SPECIAL SERVICE DEPARTMENT 


The Traffic Service Bureau, 508 Colorado Bldg., Washington 


Owners and Publishers The Traffic World 





aper in writing to advertisers. 


